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Saturday, March 18, 1911 
Editorial 


A freedom from embarrassment would seem to 
urge that the Erdman Act be so amended that mem- 
bers of the Interstate Commerce Commission are in 
no way involved in its provisions. While it is, of 
course, true that the Commissioners are all broad- 
minded men, and that whoever would act in the arbi- 
trations would do so without bias, yet it is not true 
that this fact would be generally accepted without 
critical comment from some of those who were not 
pleased with the results. It is, therefore, unfair to 
have the chairman of the Interstate Commerce 
Commission, whoever he may be, compelled to as- 
sume what may be considered a dual position. A 
change in the law relieving the Commission of any 
concern in the arbitrations it covers, is proper and 
ought to be made. 
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PUBLICITY. 


The proposition for publicity is one of many 
phases and opens a wide range for ingenuity and 
original mental play. It faces the most difficult 
problem in reaching the people in a form simple 
and yet attractive enough to secure attention from 
those who oppose the principle advanced. The pub- 
lic is naturally disposed to patronize those papers 
in line with the sentiments of the community, and 
while readers may not always go to the full extent 
of the publications in the application of a principle, 
there is a sympathetic interest and co-operation in 
furthering the doctrines. This makes it hard to 
introduce conservative opinions in sections that are 
radical, and vice versa. 

Owing to the fact that general sentiment has 
been radical in its outlook in so far as railways are 
concerned, there has been much written in response 
to that feeling. The result has been to intensify 
it beyond where it might stop at the medium of 
a right adjustment. It has been forgotten, too, that 
magazine circulation has become enormous, and that 
the general perusal is inclusive of millions of men 
and women who are reading leisurely, and hence 
thinking over what they read. Special writers have 
given snap and variety to their articles about nearly 
every phase of life, and particularly has transporta- 
tion been held up to a new analysis. 

The sore feeling consequent is only now be- 
coming satisfied that anger is not a logical reply, 
and that a new form of publicity involves the treat- 
ment of transportation interests in the same way 
and with the same clearness used in attacks on 
them. When there is a chance to reply clearly and 
fully, the same methods used in making complaints 
will be effective in removing them as soon as they 
are shown to be errors. There must be some wis- 
dom used in the selection of channels, because the 
replies should reach the people who complain, and 
not those who regard railways as in the right. It 
is a mistake to explain to pro railway minds that 
the roads are guiltless. They need no such assur- 
ances. 

The shippers, in an organized way, went to 
the railways with protests as to their having gone 
too far. If railways have been regulated too much 
or enough, the showing, if made to the opposition, 
ought to bring about an understanding and har- 
mony. Business is not seeking chaos and, once real- 
izing that substantial reforms are assured, will not 
Hence, we believe the 
way has been opened by business itself to treat in 
candor with transportation interests as to the future, 
and with liberal ideas as to the compensation for 
service. 


continue on to oppression. 
















































THE PENNSY AS A FARMER 





Washington, D. C., March 17.— 
Through the courtesy of F. E. Saw- 
yer, general freight agent of the 
Cleveland, Akron & Columbus Rail- 
way, we are in receipt of a number 
of interesting pamphlets showing 
how the Pennsylvania Lines are 
working for an improvement in the 
agricultural conditions in Indiana 
and Ohio. The first relates to soil 
fertility, and is prepared by Prof. 
F. E. Bear, of the Ohio State University at Columbus. 
The second concerns cultivation, and is prepared by 
Prof. W. H. Darst, of the same institution. Others re- 
late to wheat, corn, oats and alfalfa culture, and their 
preparation has been in charge of Professors E. D. 
Waid, George Livingston, Wendell Paddock and V. H. 
Davis, all of the Ohio State University. The writers 
mentioned are connected with the College of Agriculture 
in their branch of university work. 

This recognition of a necessity for the best use of 
the soil by one of the greatest, if not the most im 
portant, railway system in the world, is certainly a 
hopeful sign for the grower. Those who have been 
watching the phenomenal progress of manufacturing, 
along with a recrudescence in soil output per acre on 
the average and the many abandoned acres in the 
East, will be glad to notc this change. It has in it 
the prospect of restoring our balance and retaining as 
tillers of the soil that class of farmers who have really 
been the sanest and safest of our population. 

The movement away from the farms to industrial 
centers and from highly taxed lands to less expensive 
regions has not been beneficial to communities experi- 
encing the changes. Whatever can be done to make 
more productive acres of increasing value in money 
appraisment, so that a fair margin of profit is the result 
of tillage, is an essential part of good railway policy. 
This idea has been too long overlooked in favor of 
the smokestack and the furnace. Coal will feed the 
furnace and the engine, but will not nourish the fire- 
Man and the engineer. 

Land owning encourages patriotism and the best 
American citizenship. Railways traversing our great 
country require both of these. In so far as settled con- 
ditions can be profitably maintained in our better agri- 
cultural communities in the continuance of law-abiding 
residents and their normal prosperity and advancement 
is certain, in so far can transportation anticipate a 
growing and permanent business and employes in the 
labor world see reasonable expenses as the cost of 
living. 

There is an effort being regularly made by the 
Frisco System, through B; F. Yoakum, chairman of the 
board, and other officers of his company, to assist and 
encourage those who are willing to cultivate the soil 
for its highest efficiency, and it will win in the way of 
friends and money. While much of Mr. Yoakum’s ter 
ritory is new, it is generally becoming well settled and 
he has for a long time been an earnest advocate of 
fair returns for the grower and a co-operative feeling 
toward the railways. 

Many lines are now, through their industrial bu- 
reaus, seeking the increase of earnings through the best 
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and most economic returns from soil culture, and it is 
a return to first principles of the greatest value ip 


permanent benefits. Wy B. B. 


Oregon Board Postpones Action 


Salem, Ore., March 17.—The state railroad commis. 
sion has announced that it will not undertake to regu. 
late transportation of live stock over lines in the east- 
ern part of the state, but will wait until the new act 
on that subject goes into effect. With respect to a 
recently filed complaint, alleging unreasonable delay, the 
commission finds as follows: 

“Since the submission of this matter, the Legislative 
Assembly has passed an act which was filed by the 
governor. This act will become effective May 19. It 
seems to us that the passage of this act operates as a 
legislative declaration as to what constitutes good sery- 
ice and as to the time which should be allowed carriers 
to prepare for such service. We are of the opinion that 
the evidence shown at the investigation before us would 
warrant an order fixing the facilities and service which 
are prescribed by the act of February 18. . We there. 
fore determine that this matter will be held, without 
an order being made, until the law becomes effective.” 

Although the commission found grounds for con- 
plaint on the part of the live stock shippers, and the 
circumstances appeared to warrant the issuance of an 
order, it was thought best to govern the matter by the 
new law, effective May 10. The law intended to cover 
live stock shipments provides the time, manner and 
penalties for violations, and is believed by the commis- 
sion to be ample to prevent future dissatisfaction. 


Would Make Passes Compulsory 


Salt Lake City, Utah, March 17.—State Senator B. 
X. Smith has introduced the following bill in the upper 
house of the Utah Legislature: 

“Every railroad company operating a railroad within 
the state of Utah shall issue to every state officer, the 
judges of the Supreme Court, judges of the District 
Court, members of the Legislature, members of the 
state boards and the sheriffs of the several counties of 
the state free transportation over their several lines of 
railroad within the state of Utah, and it is hereby made 
the duty of the secretary of state to certify to each of 
said railroad companies a list of all said persons §0 
entitled to free transportation under this act. Said rail 
road companies shall deliver said free transportation to 
the secretary of state, who shall distribute the same 0 
the persons entitled thereto. And it shall be unlawful 
for any of said officers, judgeg, members of the Legis: 
lature, members of state boards or sheriffs to solicit oF 
receive free transportation for any member of his family 
or relative or other person. This act shall not be col 
strued to include street railway companies.” 





RECOMMENDS EMERGENCY RATE BILL. 
Oklahoma City, Okla., March 17.—A bill giving thé 
corporation commission of the state the right to estab- 
lish emergency transportation rates for a period of 
thirty days, pending action by the Interstate Commerce 
Commission, has been recommended for passage by the 
House of Representatives. 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Con- 
tested Cases 


Shipment Improperly “Set-Up” 


OPINION NO. 1511 
No. 3486. 
(20 I. C. C. Rep., 403.) 
A. GEORGE SCHULZ COMPANY 
vs. 


CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
COMPANY ET AL. 
Submitted December 3, 1910. Decided February 13, 1911. 
1. Complainant’s shipment of wood-pulp cartons from Milwau- 
kee, Wis., to Spokane, Wash., was properly classified as 
wood-pulp cartons, and defendants were not justified in 


exacting the payment of an additional sum at destination 
upon a higher classification. 


9, Reparation awarded for such additional sum and for de- 
murrage charges which had in the meantime accrued; 
but it does not appear in this case that reparation should 
be awarded for an outlay in telegraphic charges. 


3. It appears that after the car was partly unloaded the de- 
livering carrier notified the consignee that, owing to a 
mistake in classification, additional charges must be paid, 
and, when the consignee declined to pay such additional 
charges, insisted that the portion of the carload which 
had been already removed should be returned to the car, 
which the consignee did. Held, that the expenditure due 
to removing and restoring a part of the carload was the 
direct consequence of the unlawful act of the delivering 
carrier in declining to deliver this carload, for which 
reparation should be awarded. 


Glicksman, Gold & Corrigan for complainant. 

W. A. Hayes for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Company; Spokane International Rail- 
way Company; and Canadian Pacific Railway Company. 

Report of the Commission. 
PROUTY, Commissioner: 

This complaint is brought by a corporation of Wis- 
consin, with its place of business at Milwaukee, 
which is engaged in the manufacture and_ sale 
of paper boxes, straw and wood-pulp board cartons, and 
similar articles, and also uses what is kwiown as chip 
board. It alleges that the freight charges exacted by 
the defendants on a shipment made by it to Spokane, 
Wash., are unreasonable, and asks reparation. 

On May 12, 1909, the complainant shipped to its 
own order, care Trowbridge Brothers at Spokane, one 
carload of its product. It prepaid the freight charges, 
amounting to $360.80, based on a tariff which provided 
for binders’ board, wood-pulp board, box board, and 
various similar kinds of board, including wood-pulp 
cartons, but which did not specifically metnion chip 
board. This tariff carried a rate of $1.10 from Mil- 
Waukee to Spokane. Upon arrival at destination the 
delivering carrier reclassified the shipment, upon the 
assumption that the so-called chip board properly fell 
under tariffs providing for rates on boxes, paper or 
pbastebord (including paraffin pasteboard boxes), folding 
esg cartons, etc.; and printed chip board, cut and shaped 
for shirt fronts. This reclassification operated to ad- 
vance both the rate and the weight, so that an additional 
Sum of $398.45 was assessed, and this sum the com- 
Dlainant was compelled. to pay in order to obtain pos- 
session of the shipment. 

From a consideration of the record we are of the 
‘inion that the carriers were not justified in re- 
tlassifying this shipment. It appears that this so-called 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 465 


chip board is a product similar to wood-pulp board, 
but of less value, and is in no wise similar to those 
articles which took the higher rate. We also find that 
it should not take a higher rate than that applicable 
to wood-pulp board and other similar articles. Since 
the date of movement the carriers have reduced the 
rate applicable to the articles with which they at- 
tempted to classify this shipment, so that to-day those 
articles and wood-pulp board take the same rate. 


We are of the opinion that this shipment was 
properly classified as wood-pulp cartons; that the trans- 
portation charges had therefore been fully prepaid, and 
that the defendants were not justified in demanding and 
exacting the payment of the additional sum of $398.45 
at destination, and that the complainant is entitled to 
recover this sum. 


When this shipment arrived at destination the con- 
signee, assuming that ‘the freight charges had been 
fully paid, began to unload the car. After the car 
was partly unloaded the delivering carrier notified the 
consignee that, owing to a mistake in classification, 
additional charges in the sum of $398.45 must be paid, 
and when the consignee declined to pay such additional 
charges insisted that the portion of the carload which 
had been already removed should be returned to the 
car. This the consignee did, and the expense of taking 
out and putting back this portion of the carload was 
$29, which sum the complainant afterward paid. 


After considerable correspondence the complainant 
finally instructed the consignee to pay the additional 
charges above named, and also $17 demurrage which 
had in the meantime accrued; and these sums were 
paid to the defendants by the consignee upon account 
of the complainant. Telegraphic charges amounting to 
$4.15° accrued in the course of the correspondence in 
reference to this matter. These sums the complainant 
now seeks to recover, in addition to the excesive freight 
charges above stated. 


The Commission has held that where a shipper is 
compelled to pay demurrage charges through the fault 
of the carrier, the carrier must refund the charges so 
exacted. Porter vs. S. L. & S. F. R. R. Co., 15 I. C. C. 
Rep., 1; Munroe & Sons vs. M. C. R. Co., 17 I. C. C. 
Rep., 27. These demurrage charges accrued because 
the defendants improperly refused to deliver this car 
to the consignee, and the complainant is therefore en: 
titled to the $17 paid on that account. 


The expenditure due to removing and restoring a 
part of the carload was the direct consequence of the 
unlawful act of the delivering carrier in declining to 
deliver this carload. It was a part of the transaction 
and inseparably connected with it. In our opinion these 
damages are of such a character that in this case they 
can properly be and should be covered by the order 
of this Commission. 


It might possibly be the right of the parties. in 
the exercise of good judgment to resort to the tele- 
graph as a means of correspondence in case of an 
emergency like that which existed, but it does not 
appear that in this case the result justified the outlay, 
since at least 17 days must have elapsed while demur- 
rage was accruing. This amount should be, in our 
opinion, disallowed. 

The complainant is entitled to an order for $444.45, 
with interest from June 15, 1909. 












ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its. office in Washington, D. C., on 
the 13th day of February, A. D. 1911. 

Present. Judson C. Clements, Charles A. Prouty, 
Franklin K. Lane, Edgar E. Clark, James S. Harlan, 
Charles C. McChord, Balthasar H. Meyer, Commissioners, 

No. 3486. 
A. GEORGE SCHULZ COMPANY 
vs. 

CHICAGO, MILWAUKEE & ST. PAUL RAILWAY COM- 
PANY; MINNEAPOLIS, ST. PAUL & SAULT STE. 
MARIE RAILWAY COMPANY; THE CANADIAN 
PACIFIC RAILWAY COMPANY; AND SPOKANE 
INTERNATIONAL RAILWAY COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters 
and things involved having been had, and the Com- 
mission having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed, on or 
before the ist day of May, 1911, to pay unto the com- 
plainant, A. George Schulz Company, the sum of $444.45, 
with interest thereon at the rate of 6 per cent per 
annum from June 15, 1909, as reparation for an un- 
reasonable rate charged for the transportation of one 
earload of wood-pulp cartons from Milwaukee, Wis., to 
Spokane, Wash., and for certain incidental charges, 
which rate and charges have been found by this Com- 
mission to have been unlawful, as more fully and at 
large appears in and by said report of the Commission. 


Reparation on Tankage Denied 
OPINION NO, 1510 
No. 3160. 
(20 I. C. C. Rep., 400.) 
JOHN MORRELL & CO. 
vs. 

CHICAGO, BURLINGTON & QUINCY RAILROAD 

COMPANY ET AL. 
Submitted December 8, 1910. Decided February 13, 1911, 


On tankage, a fertilizer material, the defendant lines formerly 
had a proportional rate of $2.80 per ton from Ottumwa, 
Iowa, to the Ohio River, applying on movements to the 
southeast; while the proportional rate from Kansas City 
to the Ohio River was and is $2.20 per ton, that being a 
compelled rate to meet competition through Memphis. The 
defendants later reduced their proportional from Ottumwa 
to $2.20. Reparation on shipments moving under the $2.80 
rate from Ottumwa denied and complaint dismissed. 


O’Donnell, Dillon & Toolen for complainants. 

Hale Holden and Herbert Haase for Chicago, Bur- 
lington & Quincy Railroad Company. 

R. Walton Moore for Illinois Central Railroad Com- 
pany; Nashville, Chattanooga & St. Louis Railway; 
Seaboard Air Line Railway; Georgia Southern & Florida 
Railway Company; Central of Georgia Railway Com- 
pany; Southern Railway Company; Georgia Railroad 


Company; and Mobile & Ohio Railroad Company. 

W. A. Northcutt for Louisville & Nashville Railroad 
Company. 

Herbert Haase for Wabash Railroad Company. 

Rosser & Brandon for Atlanta, Birmingham & At- 
lantic Railroad Company. 
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Report of the Commission. 
HARLAN, Commissioner: 

There are no joint through rates on tankage, q 
fertilizer material, from Ottumwa, in the state of Iowa, 
to destinations in southeastern states, and for severa] 
years the defendant lines extending from Ottumwa to 
the Ohio River have maintained a proportional rate 
of $2.80 per net ton, applicable on such through ship. 
ments, the charges south of the Ohio River being co}. 
lected at the regular local rates to the several destina. 
tions. From Kansas City to the Ohio River crossings 
the proportional rate applied on similar traffic is and 
has been $2.20 per net ton, thus affording a differential 
of 60 cents a ton in favor of Kansas City shippers. 
And on this ground the combination through rates from 
Ottumwa are attacked by the complainants as discrim- 
inatory and unreasonable to the extent of the difference 
between the two proportional rates. 

The matter was made the occasion of an informal 
complaint to the Commission as long ago as August, 
1909, the complainants having previously taken it up 
with the interested carriers, but without result. The 
defendants finally reduced the proportional rate from 
Ottumwa to the lower Ohio River crossings to $2.20 
per net ton in a tariff voluntarily published, and which 
became effective March 1, 1910. And the complaint, 
filed with the Commission ten days later, prays for 
reparation in the sum of $1,562.99 on numerous carload 
shipments of tankage to Nashville, Jacksonville, Macon 
and Savannah. 

The complainants rely chiefly on the fact that the 
short-line mileage from Ottumwa to the Ohio River is 
less than the short-line distance from Kansas City, and 
on the further fact that the rate on packing-house 
products from Ottumwa is 1 cent per 100 pounds less 
than the rate from Kansas City. The defendants, on 
the other hand, assert that the Frisco system, with 
its direct line from Kansas City to Memphis, had put 
in effect a rate of $3 per ton on tankage which was 
used in connection with local rates beyond Memphis 
that are 4 céeéhts lower than the rates to the same 
destinations from the Ohio River. The defendants were 
compelled to meet this adjustment by establishing 4 
proportional of $2.20 from Kansas City to the Ohio 
River. They further explain that the Frisco has not 
compelled the establishment of a proportionately low 
rate on packing-house products. In reply the com- 
plainants point out that the Frisco, in exercising the 
rate-making power which it holds as the short line 
from Kansas City to Memphis, has contented itself with 


a rate that yields it earnings of but 6.2 mills per 
ton-mile. 

In the light of those revenues, which apparently 
satisfy the rate-making line, the complainants think that 
the proportional rate of $2.80 from Ottumwa to Cairo, 
which yielded the Burlington 7.4 mills per ton-mile for 
its haul to St. Louis, was excessive, and that the pres 
ent proportional of $2.20 ought to have afforded sat 
isfactory revenues to the Burlington, since it is equi’ 
alent to 5.8 mills per ton-mile. This contention, how 
ever, does not take into account the fact that the haul 
to Cairo from Ottumwa is a two-line movement, and 
the earnings per ton per mile for the entire distance 
to Cairo were but 6.7 mills’ at the rate complained 
of, or 5.27 mills at the present rate of $2.20. It also 
overlooks the fact that the $2.80 proportional applied 
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not only to Cairo but to Cincinnati and New Albany, 
and on movements through the latter gateways the 
earnings of the lines north of the Ohio River amounted 
only to about 5 mills per ton-mile. 

The defendants, by the voluntary reduction of their 
proportional rate from Ottumwa to the lower Ohio River 
crossings, have now put the complainants on an equal 


rate basis with their competitors at Kansas City; but 
the record does not convince us ‘that the previous ad- 
justment was unjustly preferential to the Kansas City 
shippers and unduly discriminated against the com- 
plainants. There is therefore no basis of record for 
an award of reparation; on the contrary, the record 
seems clearly to show that the $2.20 rate, now vol- 
untarily extended to Ottumwa, was a compelled rate 
at Kansas City, and was, when considered by itself, a 
low rate. 

The complaint must therefore be dismissed, and it 
will be so ordered. 


Coke Rate Advance Condemned 





Ottawa, Ont., March 17.—The Board of Railway Com- 
missioners for Canada, in an opinion by Chief Com- 
missioner Mabee, has ordered the cancelation of ad- 
vances in rates on gashouse coke from Black Rock to 
Hamilton, made effective last December. The order was 
issued in the case of Thomas Myles & Sons vs. the 
Grand Trunk Railway Company (File No. 16657), and 
reads as follows: 

“The applicants are coal merchants, carrying on 
business in Hamilton, and complain against an advance 
in the freight rates upon gashouse coke from Black 
Rock to Hamilton, and other Ontario points which 
came into effect by Supplement No. 11, issued Decem- 
ber 12, 1910. 


“For many years the rate from Buffalo to Hamilton 
was 50 cents, and from Buffalo to Toronto 80 cents 
per ton. It has been increased_to 80 cents from Buf- 
falo to Hamilton and to $1 from Buffalo to Toronto. 
This increase is entirely on the Canadian end of the 
haul, and was said to have been brought about at the 
request of the Consumers’ Gas’ Company of Toronto. 
Gashouse coke is made from bituminous coal, upon 
which there is a duty of 53 cents per ton, and the 
freight rate on the coal from the bridge to Toronto is 
60 cents per ton; so, in competition with the Buffalo 
Gas Company, the output of the Consumers’ Gas Com- 
pany is at a disadvantage of $1.13 per ton, gashouse 
coke being on the free list. This led to the matter 
being taken up by the Toronto company with the rail- 
way companies. The freight rate from Toronto to 
Hamilton on this coke is 70 cents per ton, as against 
the 50-cent Buffalo-Hamilton rate. From Toronto to 
Brantford it is 90 cents per ton, as against a Buffalo- 
Brantford rate of 70 cents, and the Toronto company 
advises the Board, under date of March 6th instant, 
that they ‘asked that the rates from Toronto to the 
Points named be lowered to meet the rates from Buf- 
falo” Instead of complying with this request, the 
‘companies increased the Buffalo-Hamilton rate by 30 
cents per ton. We do not think anything was shown 
& the hearing to justify this increase, and these ad- 
vances must be canceled and the old rates restored.” 






THE TRAFFIC WORLD AND TRAFFIC BULLETIN 






467 


‘NEED NOW IS CONSTRUCTIVE 


Regulation, to Continue to Be Effective, Must 
Be Permissive as Well as Restrictive 


BY WILLIAM E. ELLIS, 


Commerce Counsel, Chicago, Milwaukee & St. Paul 
Railway Company.* 





The regulation of railroads is a fact so thoroughly 
accomplished that of itself it is beyond discussion. But 
it is a subject which, in its details, has opened up more 
avenues of investigation and consideration than any 
other question which has ever come before the American 
people. It has ranged the gamut from adventitious 
political adventure to abstruse economic theory. Upon 
the force of its progress men have arisen from cross- 
roads obscurity to the pinnacles of fame and, under its 
searching scrutiny, reputations have withered and faded. 
It has changed the map of American politics and is re- 
shaping the courses of American commerce. It has 
thrived on economic vagaries and it has established 
many sociological truths. It is as elusive and indefinable 
as ether and as established a verity as granite. 

No one can say what transportation regulation com- 
prehends. It is not what it was, and it will be what it 
is not. It is the revolt of the times against conditions 
—the subversion of power in force. A time will come 
when some philosopher can look in upon it all from 
a calm outside, and he will find much to commend, much 
to condemn and much to wonder at. And in that last 
analysis the wonder probably will be that so much has 
been accomplished with so little permanent harm. 

No such upheaval of fixed conditions as has been 
going on in the commerce of this country for the past 
five years can be accomplished without uprooting many 
vital growths. That the end will be a permanent ad- 
vantage none doubts; the only problem which regulation 
now presents is the accomplishment of the desired 
result with a maximum of gain and a minimum of loss. 

It should be borne in mind that no new principle of 
regulation has been introduced. What has always ex- 
isted in some form and to some degree in the law of 
the land has been reduced to practical use by the ampli- 
fication of remedy. It has always been the law that 
common carriers must afford reasonable facilities for 
carrying for all at reasonable rates, and that they must 
not discriminate between shippers. And that, when all 
is said, is all that the myriad of regulations now en- 
forced upon carriers by statute and commission orders 
come to. It is the law as old as the hills worked out 
into infinite detail, always confusing and often con- 
flicting. 

It is in no spirit of criticism that I say railroad 
regulation is not yet satisfactory to either shipper or 
carrier. Both recognize the necessity for it; both ac- 
knowledge the justice of it; but neither is yet wholly 
adapted to it. It is yet in the stage of development and 
its future depends as much upon the honest effort of 
shipper and carrier alike to bring it into the full suc- 
cess upon which the prosperity of both depends as it 
does upon the efforts of statesmen, however distin- 
guished, who are not, and never have been, and never 
will be, either shippers or carriers. Successful railroad 


Pe an address before The Traffic Club of Chicago, March 14, 
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regulation demands, and will command, the serious and 
thoughtful aid of broad and fair and honest men, both 
shippers and carriers. The day is passing rapidly in 
which the Bourbon and reactionary among carriers has 
weight or influence, even among his associates, and 
the time is almost gone when the mountebank can 
use the railroads for a platform on which to exploit 
his political posturings or his economic sleight-of-hand. 
The calm and sober judgment of the shipper is that 
his business shall no longer be made a political foot- 
ball, and the determination of the carrier is that the 
will of the people shall be obeyed. The antagonisms 
of contest are being displaced by the common effort 
of shipper and carrier to effect a regulation that shall 
regulate and not annihilate. This, I believe, to be the 
present situation in railroad regulation. The railroad 
Bourbon and the railroad baiter are dying—together. 

So much for the strife and discord and antag- 
onisms, strong and bitter and unrelenting, which I 
think we will all agree are spent and passing by. 
Then, what of the future? 

On the broad foundations which have been laid 
there must be built progress. No step backward will 
be tolerated by the people or submitted to by the 
carriers. The evils against which the revolution was 
directed are gone and will stay gone. The remnants 
of them which remain in any form and to any degree 
will be exterminated. But very much more than this 
is needed and must be accomplished. No good has 
ever come from mere destruction. Unless destruction 
and construction go hand in hand, devastation is the 
inevitable result. The present movement in railroad 
regulation has been, and is, only the process of clear- 
ing the ground. The rank growths of neglect have 
been cleared by the axe. But society will be no better 
off unless that is followed by the plow. The clearing 
process is well over. What will regulation do con- 
structively? ; 

This responsibility cannot be evaded. When civ- 
ilization took away from man the natural right to 
win what he could by force, it gave him in exchange 
protection in what it left him the right to win. The 
natural right of might has been taken from the shipper 
and the carrier, and there has not yet been given 
to them the protection to which they are entitled in 
what rights are left to them. 

So far, all regulation is restrictive. There must 
be added, out of the necessities of existence and in the 
wisdom of experience, permissive regulation. The gov- 
ernment faces, and must solve, the question of pro- 
viding carriers and shippers with just and equitable 
means of replacing the losses incident to regulation. 
Not only does the spirit of commonest fairness dictate 
this, but it is demanded by the self-interest of the 
public, whose welfare absolutely demands prosperous 
and efficient and effective carriers to transport its 
commerce. 

The solution seems a simple one, and it seems 
inevitable, and yet it can only be suggested with 
extreme hesitation—and not without apology. If I am 
ill, I employ a physician; if my shoe needs patching, 
I go to a cobbler; if I want meat, I go to the butcher; 
if I got into a legal difficulty, knowing what I do 
about it, I would hire a lawyer. Then, if I wanted to 
regulate railroads, why shouldn’t I hire a railroad man 
—at least one? I mean a real one. 
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The states recognize this in all other directions, 
The barbers are regulated by barbers, the plumbers 
by plumbers, the doctors by doctors, and so on through 
the ‘list, save only railroads—and there alone is the 
prohibition stronger than written law, that no one re- 
sponsibly connected with a railroad shall be employed 
to regulate them. I do not mean that I would turn 
the regulation of railroads over to railroad men—I 
have no such Utopian dream as that. But, upon every 
railroad commission I would have a comfortable minor- 
ity of men experienced in railroad business. Trans- 
portation is the most complex and intricate business 
we have and the most impossible to understand except 
through actual experience. It is influenced and mod- 
ified and controlled by countless relations to other 
business and outside conditions. It would seem as 
though the first provision of a regulating law would 
insure to the government.the benefit of expert knowl- 
edge and experience. And yet the whole theory of 
the law is against it. That commissions have done so 
well without this knowledge or experience is due only 
to the high character and exceptional general ability 
of those whose services have been secured for this 
great work. But, if regulation is to go forward and 
enter upon the constructive period which is essential 
to its success, it must draft to its service the knowl- 
edge which only experience can give. And it must either 
go forward or backward. If it is to be no more than 
it is, its work is almost accomplished, and it will 
gradually become moribund, as it has in the past at 
various times. That would be an equal calamity to 
both shipper and carrier. 

The most serious phase of regulation, in its menace 
to the welfare of the people and the prosperity of 
the carriers, lies in the direction of legislation. I have 
gone through the bills affecting railroads introduced 
in the legislatures of six states this year. If all were 
enacted into law, every railroad in those six states 
would be bankrupt in a little while, and it would be 
practically impossible to operate at all, under the 
restrictions proposed in some of the states. And yet 
these are not bad bills, and they are not introduced 
in any spirit of enmity against railroads. Practically 
all of them are aimed at the correction of a real evil 
and are intended to correct conditions which ought to 
be corrected and, in many cases, which could be cor 
rected. The trouble with the legislation is that in 
the main it is not practicable. In the main the legis- 
lator has the trouble to be cured fairly accurately 
diagnosed, but he seldom has the remedy. The reason 
for that is that, while he can readily see what will 
fix the trouble he is after, he can seldom know what 
other troubles that remedy will create. For that rea- 
son the remedy should only be determined upon after 
such a thorough view of the whole field as will insure 
effective correction without other harm. Legislatures 
would serve their people better and conserve the trans 
portation interests of the public if they would strengthen 
their railroad commissions and broaden their powers 
and refer to such commissions, with full delegation 
of power to act, all the matters involving the operation 
and management of railways on which so much legis 
lation is proposed. The regulating enactments of es 
islatures constitute the largest portion of the increasins 
cost of transportation which is a continuing and sro 
ing burden upon the shipping public. Rate reductions 
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by commissions may, to some degree, be compensated 
by increasing business, but useless and unnecessary 
operating expenses imposed by statute becomes an in- 
creasing burden with increasing business. 

If there could be added to the commissions some 
practical and experienced men, and regulation con- 
centrated in the commission, and then some reasonable 
co-ordination be established between the various com- 
missions, state and federal, vigorous, helpful and pro- 
gressive regulation could be accomplished, affirmative 
and constructive. Such regulation as this is needed 
by the people and the railways, and in the exercise 
of that final judgment which the American people always 
base upon their broad common sense, no regulation less 
comprehensive than this will satisfy ther. 


Carriers Must Load Safes 


Ottawa, Ont., March 17.—That carriers may load 
articles of less than two thousand’ pounds, but limit 
safes to half that weight in according free loading and 
unloading, has been denied by the Board of Railway 
Commissioners for Canada in its decision in the com- 
plaint of J. & J. Taylor, in Re Classification of Iron 
Safes. Chief Commissioner Mabee says: 

“The complaint attacks the note appended to Item 
35, p. 47, of Classification No. 15, which is as follows: 


Safes of 1,000 pounds each, or over, to be loaded and un- 
loaded by owners. 


“This is an exception to Rule 12, which provides 
that freight weighing 2,000 pounds or more per package 
must be loaded and unloaded by the owners. This 
exception is carried into the cartage tariffs and, to- 
gether with safes of 1,000 pounds each, or over, appear- 
boats, all kinds; household goods and settlers’ effects, marble 


= pianos, glass in boxes, outside dimensions over 10 united 
eet. 


“There will at once occur to one’s mind reasons 
why these articles might properly be excepted from 
cartage, but why so as to safes of upward of 1,000 
pounds? The answer sets up that— 

Special vehicles and appliances are required 

for moving safes weighing more than 1,000 pounds and 
that more men are necessary; that it is an unusual 
service and the expense is unusual. Now the carriers 
will cart any sort of machine weighing up to 2,000 pounds, 
but not an iron safe. Take, for instance, a printing 
press weighing 1,900 pounds, constructed with delicate 
parts and requiring careful handling. Surely it would be 
more expensive to the companies, and require more 
men to handle than an iron safe of the like weight. 
The applicants called an experienced carter, who said 
he would rather handle a safe than a machine, that 
‘it is on wheels, and runs easily,’ and he had been 
handling safes for 35 to 37 years. 

“The position then is that the carriers admit that 
it is reasonable for them to cart all kinds of machines 
up to 2,000 pounds, but refuse to etxend this rule to iron 
Safes, unless they weigh less than 1,000 Ibs. The ap- 
Plicants make none that fall within this rule. If it is 
reasonable to cart a machine of 1,600 or 1,800 pounds, it 
Seems to us to be unreasonable to refuse the same 
Privilege to the treatment of safes. It flavors of 
different treatment to the manufacturers of safes from 
that extended to the manufacturers of machinery, and 
an order must go striking this note out of the classifi- 


cation, and the cartage regulations must be amended 
accordingly.” 
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RATE-MAKING IN THE SOUTH 


Its Origin and Development—Effect of Govern- 
mental Regulation—Long and Short 
Haul Rates 


—_——_ 


BY CHARLES S. FAY, 
General Freight Agent, Sunset Route.* 





When our ancestors first began to arrive in America 
they settled along the shores of the Atlantic Ocean, 
that being the first stopping place, after a long and 
tedious voyage, and, moreover, there they had the pos- 
sibility of communicating with their former homes, 
through the agency of an occasional small sailing ship. 

As these early settlers found the need for further 
development, pioneers pushed their way into the in- 
terior, engaging principally in the pursuit of agriculture. 
Any production over and above their actual needs had 
to be moved to the seaports, where settlements first 
began, for consumption by the inhabitants of the ports 
who were not engaged in agriculture, or sent abroad. 
This required transportation. The only method then 
afforded was by wagon or pack train, or in such in- 
stances as the interior could be so reached, by the use 
of flatboats on the watercourses. As the country de 
veloped, and the need for transportation grew, and rail- 
road transportation had not been heard nor dreamed of, 
the necessity was in some small measure supplied by 
supplementing the natural streams with canals, in order 
to get the surplus product of the farmer in the seaport 
market. After the discovery of the practicability of 
using a road laid with rails, this method of trans- 
portation began to be adopted. Like the first settle- 
ment, the railroad began at the port, extending at first 
but a few miles back into the interior. The improve- 
ment in transportation permitting of more rapid and 
freer interchange of goods, facilitated commerce, so 
that it grew rapidly, hauling the agricultural products 
to the seaport, and in return bringing manufactures 
in exchange to the agriculturalists. 

In those early days of railroad construction, the 
roads were usually managed by a single officer, a super- 
intendent, who looked after the operation of the road, 
as well as all the other departments, including traffic. 
When it became necessary to make rates, there was 
little or no guide. It took time and experience to de- 
velop the cost of operation; hence, originally on the 
short lines of railroad, then in existence, the cost of 
transportation by wagon was one of the principal fac- 
tors in determining what the railroad rate should be. 
For distances practicable to transport goods by wagon 
it was necessary for the railroads to make rates as 
low as the wagon haul, and the state of South Caro- 
lina, in granting a railroad charter about the year 1855, 
considered that the railroads should be able to perform 
the service cheaper than it could be done by wagon, 
and fixed the railroad rates at one-half the rate by 
wagon haul. The legislatures of other states, granting 

In the preparation of this address acknowledgment is due 
for history of southeastern rates, and quotations are made 
herein from an argument made before the Committee on Inter- 
state Commerce on the Long-and-Short-Haul clause, by one of 
the southeastern lines, the author of which I do not know. Also 
to “Railroad Freight Rates’ by Prof. Logan G. McPherson. 

The opinion as to the constitutionality of the Long-and- 
Short-Haul clause was expressed by Mr. Alfred P. Thom, coun- 
sel for the Southern Railway, in an argument before the Inter- 


state Commerce Commission.—AUTHOR. 
*An address before the Tulane Society of Economics. 
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railway charters, as a general rule, left the making 
of rates to the discretion of the board of directors. 
These were the conditions under which the railroads 
began to perform the function of transportation. The 
spectacular growth of the United States is the best 
evidence of how well that function has been performed, 
and proves that wisdom has been the guiding star in 
rate-making. 
Subsequent Development. 


In those early days, when wagon rates or canal- 
boat rates was the only guide, rates were necessarily 
determined almost entirely upon the distance or length 
of haul. As agriculture developed in the interior, and 
manufacturing increased at the port, and possibilities 
of railroad transportation having increased the possi- 
bility for a greater exchange of commodities, the rail- 
roads pushed farther into the interior, assuming such 
proportions that the impracticability of wagon hauls 
caused that method of transportation to cease to be 
an important factor. The railroads, moreover, having 
gained experience, and being able to determine with 
more exactness their cost of operation, such cost was 
used as one of the guiding factors in making rates. 
As the roads further grew and extended, and the facili- 
ties for transportation increased, and it became possible 
to move raw materials freely, the interior also began 
to develop manufacturing industries, and as the com- 
petition between these industries grew, it became appar- 
ent that a continuation of the mileage basis of rate- 
making would preclude a factory at a remote distance 
competing with one nearby. The increase in business, 
likewise, and the irregularity of movement (the heaviest 
business, of course, being in season when crops must 
find a market), made it necessary that the railroads 
provide themselves with a surplus of locomotives, cars 
and other facilities, in order to care for traffic offering 
in time of heavy movement, and as this occupied but 
a short period within the year, it was necessary to 
use every effort to make business where there had 
been none before. To do this, and thus utilize the 
surplus transportation which the railroads had to sell, it 
became necessary to disregard distance, in large meas- 
ure, as a means of computing rates. In other words, 
if business offered at a rate that would allow a man- 
ufacturer to compete with one nearer the market than 
himself, and the rate was sufficient to cover something 
more than the actual cost of handling those goods to 
point of destination, it was considered advisable to 
make such a rate, not only to give the railroads an 
opportunity to utilize some of their surplus transporta- 
tion, but to give the manufacturer an opportunity to 
expand as well. This principle of rate-making alone 
has had more to do with making the United States 
the greatest nation on earth than all other factors 
combined, and in a comparatively short period of time 
has enabled a few colonies of early settlers to spread 
out and cover the entire face of this mighty empire. 


Classification, 


In the early days of railroading, when’ the wagon 
haul was a determining factor, and transportation al- 
most a negligible quantity, it was confined to the 
movement of a few commodities (foodstuffs) of very 
little variety, consisting almost exclusively of grain 
moving from the interior to the port, and such manu- 
factures as boots and shoes, hats, etc., from the port 
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to the interior; therefore, it was not necessary to make 
rates on many commodities, as it is to-day; conse 
quently, at that time all rates were commodity rates, 
that is, rates named on specific commodities. After 
transportation facilities had grown to an extent making 
a larger interchange of commodities possible, the num. 
ber of commodities likewise grew very rapidly. 

In these early days the unit of transportation was 
usually by the package, the rates being so much on 
an agricultural implement, on a cord of wood, on a 
thousand brick, and eggs were handled by the dozen, 
but in the development of business it became necessary 
to classify goods likely to be offered for shipment, and 
in doing this the goods were classed, in large measure, 
as their bulk compared with their weight; that is, light, 
bulky articles that require more space in which to load 
them in a car, were placed in a higher class than 
heavier, compact commodities that would occupy a 
smaller space, and the unit per 100 lbs. was adopted 
as the method for applying the classification so arrived 
at, and is to-day used almost without exception. At 
that time almost every railroad had its own classifica- 
tion, made in its own way, but the above shows the 
basis generally used for classifying goods for shipment, 
at one time there being probably as many as one 
hundred different classifications in use. In order to 
simplify rate-making these numerous classifications have 
been eliminated to such an extent that to-day there 
are but three general classifications, one comprising that 
territory east of the Mississippi River and north of 
the Ohio to the Atlantic Ocean, known as the Official 
Classification; one embracing territory east of the Mis- 
sissippi and south of the Ohio to the Atlantic Ocean, 
known as the Southern Classification; and one embrac- 
ing all territory west of the Mississippi River, known 
as Western Classification. It has been the desire of 
the railroads for many years to still further reduce 
this and have one uniform classification for the entire 
United States; but, on account of the dissimilarity 
between these three classifications, the Official having 
six classes, the Western ten, the Southern having 
thirteen, and commodities in one being classified in 4 
different class from that taken in another, has made 
it impracticable to adopt a uniform classification with- 
out disrupting commercial conditions throughout a large 
section of the country Nevertheless, in a desire to 
bring about this result, and co-operate with the Inter 
state Commerce Commission, who have been anxious 
to see a uniform classification adopted, a committee, 
composed of three high-class traffic men each, repre 
senting the Western, the Southern and the Official 
classifications, have been at work constantly for several 
years on a uniform classification, which it is earnestly 
hoped it may be possible for all railroads to adopt whet 
the work is complete. 


Different Theories on Which Rates Are Made. 

First—Cost of Service. As previously outlined, thé 
first railroad rates were made on a mileage basis col 
peting with wagon hauls. After the railroads had bee? 
extended .many miles into the interior it was found 
that many commodities of low value could not be 
moved at all, on a mileage basis, if the mileage rate 
represented the total average cost of transportation to 
the railroads, as the rate on such a basis would make 
the cost of many commodities preclude their consumP 
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tion entirely, or would not allow them to compete with 
goods produced nearby. The railroads having a surplus 
of their commodity (transportation): to sell, in order 
to increase traffic and allow a wider distribution of 
goods, the distance theory came to be regarded as only 
one of the controlling factors of a rate. In other words, 
in order to allow the manufacturer to meet competition 
the railroad would sell its surplus transportation at a 
lower average cost than it could afford to sell. its total 
transportation, figuring that on this surplus they could 
enable the manufacturer to compete, and at the same 
time secure a rate that would pay on that particular 
traffic something in excess of the actual cost of move- 
ment, leaving out any question of fixed charges, mainte- 
nance of way, taxes and supervision, all of which items 
of cost would go on just the same, whether this surplus 
transportation was sold or not. It would also assist 
in reducing the total average cost of business. If the 
total cost of service were the only factor to be con- 
sidered in making rates, it would preclude the move- 
ment of cheap commodities any great distance and 
would work to the serious detriment of both manu- 
facturer and consumer alike, and consequently restrict 
development. 


Second—Value of Service. Mr. J. C. Stubbs, than 
whom there is no greater authority on making rates, 
once said that “the best traffic manager was the one 
that obtained the greatest amount of traffic for his 
road at the highest freight rate,” which means that 
the successful traffic man and the successful railroad 
must make rates that will permit of such free move- 
ment of traffic as will give the railroad’ a maximum 
tonnage at rates that will give the maximum revenue. 
The interests of shippers and railroad being mutual, 
one cannot be successful without the other; hence, the 
trafic man, in making rates, must necessarily consult 
the interest of the company that he serves. A railroad, 
properly speaking, is a merchant, dealing in a com- 
modity, “transportation,” just as any other merchant 
deals in groceries, dry goods, etc., and he must, like 
any other merchant, sell his commodity at what it is 
worth. If the price is such that it will permit the 
purchaser to do business freely and make a fair profit 
on what he has to sell, that purchaser is indeed narrow 


if he is not willing to allow the seller of transportation 
to do likewise. 


Newspapers and embryo statesmen have been wont 
to grow facetious over statements that have been made 
from time to time about certain traffic men as to their 
having made rates on the theory of what the traffic 
will bear. This means, differently stated, “not to make 
rates that the traffic will not bear,” and when so stated 
seems to be sound common sense and ceases to be 
amusing. In other words, “what the traffic will bear” 
means to make such rates as will allow the shipper 
to sell his goods at a fair profit and the railroads to 
get something above the cost of hauling. 


Divisional Groups of Rates. 

The South is divided into two main groups for the 
Purpose of rate-making, known as the Southeastern 
Freight Association territory and the Southwestern ter- 
ritory, The first embraces all that territory lying south 
of the Ohio to the Gulf and east of the Mississippi 
to the Atlantic Ocean. The second comprises Oklahoma, 
Louisiana, Arkansas and Texas. The rates to the South- 
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eastern territory were originally made to South Atlantic 
and Gulf ports first by sailing vessels, steamships lat- 
terly coming into use from North Atlantic manufactur- 
ing points. 


First among the factors that have influenced rates 
in the southeastern states must be placed the physical 
geography of that section and the consequent influence 
of water transportation, the eastern and southern 
boundaries of this section being the Atlantic Ocean 
and the Gulf of Mexico, the western boundary, the 
Mississippi River, the northern boundary, from the 
Atlantic Ocean to Cairo, by way of Ohio and Potomac 
rivers. Numerous streams leading south from the Ohio 
and north from the Gulf made possible a certain amount 
of water transportation into the interior. When the 
railroads were first built they found certain commercial 
and transportation conditions already established which 
it was impossible to disregard. As a result of these 
conditions there are several classes of what are known 
as basing points in the South. First, there are the 
seaports from Norfolk to New Orleans, through which 
the products of the interior are shipped and through 
which goods from north Atlantic coast ports and for- 
eign countries were brought in. Then came the de 
velopment of distributing centers along the Ohio and 
Mississippi rivers from Cincinnati to New Orleans and 
of a secondary series of distributing points at the head 
of navigation of the principal rivers flowing into the 
Atlantic and the Gulf. Examples of these interior trade 
centers at the head of navigation were such points as 
Richmond, Va.; Columbia, S. C.; Macon, Augusta, Co- 
lumbus, Ga., and Montgomery, Ala., all of which were 
in existence before the building of railways and were 
points at which products of the surrounding territory 
were collected and from which goods were distributed 
by wagons. Where railways were built, these trade 
centers already having been established, the railroads 
necessarily adjusted their business to existing and con- 
trolling trade conditions. Still another class of basing 
points grew up with the development of railway systems 
at gateways, such as Atlanta and Birmingham, where 
railway competition without water transportation had 
the effect of creating distributing points. The only 
practical means of distribution was to ship to these 
trade centers. Subsequently, of course, other distrib- 
uting points grew up as the result of additional railway 
building, bringing about more competition. Economic 
conditions in the South aided the perpetuation of that 
system. The planters bought their supplies in bulk in 
order to supply their labor, and the practice which 
later grew up of giving credit to planters until the 
crop was harvested also tended to concentrate trade 
in the hands of dealers at the larger and financially 
stronger centers. On account of its long coast line 
and its numerous rivers there is scarcely a locality 
in the South the rates to which do not feel the influ- 
ence of water rates to a greater or less degree. It is 
apparent, of course, that the rail rates between the 
cities of the Atlantic and the Gulf coasts are neces- 
sarily controlled by water rates, which makes it neces- 
sary for the railroads to make the same rate as charged 
for water service in addition to any value that might 
attach to service by rail being somewhat more prompt, 
due to the fact that shipments can be made daily by 
rail, which is seldom the case by water, and, moreover, 
to the railroad rate can be added the cost of insurance 
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that would apply on goods moving by water. Through 
rates to interior southeastern points are, of course, 
controlled by the water rate to the port plus the rate 
by river to the interior. As an example, the rail rate 
‘from New York to Augusta, Ga., has for its controlling 
factor the ocean rate from New York to Savannah, plus 
the river rate Savannah to Augusta; likewise, the rates 
from St. Louis to Memphis and New Orleans being con- 
trolled by steamboat rates on the Mississippi River. 
This condition is further complicated by the influence 
of an all-water rate to the port, combined with an 
all-rail rate from the port to the interior, resulting 
in a control of all-rail rates between the points involved. 
As an example of thfs, take the rate from North Atlantic 
ports by water to Charleston or Jacksonville, plus the 
railroad rate to an inland point like Atlanta. This 
combined rate controls the all-rail rate from New York 
to Atlanta, and incidentally this same combined rate 
from New York to Atlanta exerts a controlling influence 
on traffic from Cincinnati, Chicago and St. Louis to 
Atlanta, in order to enable merchants and manufac- 
turers of these cities to, in a measure, compete with 
the merchants and manufacturers of New York. It 
was largely this competition between the East and the 
West which resulted in Atlanta being made a basing 
point, and this is only an illustration of a number of 
such points in the Southeast. It will be seen, there- 
fore, that the controlling influence of water competi- 
tion is not confined to that traffic having origin and 
destination on the water, as here the competition of 
markets comes in that makes it necessary to, in a 
measure, equalize these water rates between points 
having no water service. This influence can also be 
seen in competition between the interior base points 
served only by rail, as against basing points having 
the advantage of water routes, making necessary a 
depression of rail rates from such interior cities to 
those points having direct water service. To illustrate. 
Chicago could not compete with St. Louis or New York 
for the trade of New Orleans unless its rates bore 
some reasonable relation to the water rate from St. 
Louis and New York to New Orleans. Cincinnati could 
not market goods in Savannah, Charleston or Jackson- 
ville unless consideration was given to Baltimore and 
other eastern cities enjoying direct water communica- 
tion with those ports. In order to equalize these con- 
ditions, the railroads have found it necessary to make 
lower rates to these basing points than they could 
afford to make to points directly intermediate, for if 
compelled to make these low rates at all intermediate 
points it could only be done with such consequent loss 
as would make the total business unrprofitable and lead 
to bankruptcy; but this will be more fully treated under 
the long-and-short-haul clause. 

The above outline, explaining how the rates to 
the basing points have been evolved, it will be suffi- 
cient to say that the rates to the interior local points 
are usually made by adding the local rail rates from 
such basing points to the local points in order to make 
through rates, 

Southwestern Territory. 

The rates to Louisiana are made in a very similar 
manner to those in the Southwest, the controlling factor 
first being the water rate from New York and Atlantic 
ports to New Orleans, with the local railroad rate 
added to the interior point in Louisiana, thus fixing 
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the adjustment from the Atlantic seaboard makes jt 
necessary that the rates so established be considereg 
in making rates from St. Louis, Chicago and other 
interior cities, the Mississippi and Ohio rivers, of course, 
being controlling factors from St. Louis, Cairo, Louis. 
ville and Cincinnati, for, while there is no actual water 
transportation at present from those cities by way of 
the rivers, the potential competition afforded by them 
is just as effective as if the boats were in actual 
operation, as the moment the rail rates were advanced 
beyond the figure that was previously created by the 
river route, it would be an.immediate incentive for the 
establishment of boat lines. Likewise, the rates to 
Oklahoma and Arkansas are controlled in a measure 
by the water lines to the Gulf ports of New Orleans 
and Galveston, plus the rail rates from those ports 
to the distributing centers of the states referred to. 
The rates to Texas are similarly made, the controlling 
factor being the water rate from New York to Gal- 
veston, plus the local rail rate from Galveston to the 
interior and the all-rail rates from St. Louis to Texas 
points, in order to enable the manufacturer from those 
points to compete with the manufacturer on the At- 
lantic coast, must be made approximately the same 
as the New York rate plus the cost of insurance. 
In this way it will be seen how far-reaching is the 
effect of water competition between points more or 
less remote from actual water transportation. There 
is scarcely a through rate in use to-day for which 
water competition, either actual or potential, is not in 
a measure responsible. 


Railroad Commissions. 


On account of the public nature of the railroad 
transportation business the government has thought 
wise to take a hand in its regulation, and to this end 
almost every state in the Union is provided with a 
railroad commission, with greater or less power given 
it in the exercise of such control. Most of these 
commissions have been established by legislative act. 
Our own commission, in the state of Louisiana, was 
brought into being by a _ constitutional amendment. 
The Louisiana commission is composed of three com- 
missioners, the state being divided into three railroad 
commission districts, each represented by a commis- 
sioner. This is undoubtedly a mistake, and it would 
be better if the commissioners each represented the 
state at large, for, under the present system, it is 
possible for the commissioners to agree to let the 
representative of each district decide those cases in- 
volved in his particular territory, which would result 
in a one-man commission, although its creator said it 
was to be composed of three members. 


The powers of the Louisiana commission in the 
regulation of railroads are almost absolute, except for 
the limits that may be placed upon them by the courts, 
to whom the railroads have the right of appeal. How- 
ever, this does not always prove effective, as many 


courts take the view that the commissioners have been 
elected by the people for the purpose of rate-making 
and have, not interfered except in some of the most 
aggravated cases. One of the principal objections t0 
railroad commissions as now constituted is the short 
period for which they are elected, this period usually 
being four years, and railroad men of experience know 
that a bright young man in the railroad jbusiness does 
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not often become a competent rate clerk within that 
period. It generally happens, therefore, that before one 
of the commissioners has an opportunity to become 
more or less expert in rate matters his term of office 
expires and he is succeeded \by someone who has been 
more active in politics, perhaps, and the process of 
education begins all over again. This brings about a 
condition involving the rights of millions of dollars 
worth of property and the rights of millions of stock- 
holders by those whom, though they may have the 
best intentions, do not have the proper time to gain 
the necessary knowledge and experience to properly 
administer with equal justice to all so great a trust. 

In the state of Texas there is a commission simi- 
lar to our Own, composed of three members; but they 
are representatives of the state at large, which is one 
improvement upon our own commission. Since the 
inauguration of the Texas commission it has been their 
policy to hold Texas for Texans and, through the 
enaction of the Emergency rate law by the Texas 
legislature some few years ago, the commission of 
Texas has been able to exercise a controlling influence 
on interstate traffic, this emergency law giving them 
the right, when they deem it advisable, to put. in 
what is known as an emergency rate, without a hear- 
ing on the part of the railroads and without giving 
any explanation of their actions. In one instance a 
rate on canned goods was established from Baltimore 
to Galveston by sailing vessels which was even lower 
than the cost of transportation by a steam vessel, and 
the railroads leading out of St. Louis, in order to 
protect, in a measure, the canning establishments in 
Illinois, made a reduction in the interstate rate on 
canned goods from St. Louis to Texas points. To offset 
this the commission, under the Emergency rate law, 
published a rate of 3 cents per 100 pounds on canned 
goods, in carloads, from Galveston to every point in 
the state of Texas and required the railroads to haul 
them, sometimes as much as five or six hundred miles, 
at 6 per car of 20,000 pounds. Of course, the railroads 
could not stand this and were forced to advance the 
rates from St. Louis to Texas points, regardless of the 
cheap sailing vessel rate to Galveston. Another in- 
stance of this is a case where a cotton gin manufac- 
turing plant at Gulletts, La., showed that they were 
prevented from competing in the state of Texas with 
a concern in Dallas manufacturing a similar line of 
goods, and the interstate rate from Gulletts to Texas 
was reduced. The commission, immediately taking ad- 
vantage of their Emergency rate law, made a much 
greater reduction in the rates from Dallas to Texas 
points, which nullified any action taken by the railroads 
on the interstate rate from Gulletts, thus preventing 
an interstate shipper from getting into the state with 
his goods. On another occasion rates into Shreveport 
from eastern Texas had been arranged so as to con- 
centrate cotton at Shreveport which was afterward 
shipped to New Orleans for export. In order to hold 
this cotton to the Texas ports the railroad commission 
of Texas notified the lines serving Shreveport with 
these rates that unless they were withdrawn the rates 
to Galveston would be reduced fifty per cent, and if 
that did not have the desired effect they would reduce 
them still further; but it had the desired effect and 
the rate to Shreveport was canceled, and this cotton, 
contrary to the desire of the railroads serving Shreve- 
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port, was forced to Texas ports, to the detriment of 
Shreveport and New Orleans. Thus it will be seen 
that the Texas railroad commission is in position to 
put a rate barrier around the commerce of that state 
that is just as effective as would be an import tariff. 

All of the other southern states are provided with 
commissions similar to those in Louisiana and Texas 
and from all of them a plaintiff usually gets what he 
asks for, and generally without regard to the merits 
of the case In this way the government has more 
effective control than it would by ownership, as in 
this manner it controls the earning power of the 
roads without assuming any responsibility for their 
expenses. 


Long-and-Short-Haul Clause, 


This is a subject so vast that I will not attempt 
to go into it in any detail. The original Interstate 
commerce act, fourth section, known as the long-and- 
short-haul clause, reads as follows: 

“It shall be unlawful for any common carrier sub- 
ject to the provisions of this act, to charge or receive 
any greater compensation in the aggregate for trans- 
portation of passengers or of like kind of property, 
under substantially similar circumstances and _ condi- 
tions, for a shorter than for a longer distance, over the 
same line, in the same direction, the shorter being 
included within the longer distance; but this shall not 
be construed as authorizing any common carrier within 
the terms of this act to charge and receive as great 
compensation for a shorter than for a longer distance, 
provided, however, that upon application to the Com- 
mission appointed under the provisions of this act, such 
common carrier may, in special cases, after investiga- 
tion by the Commission, be authorized to charge less 
for longer than for shorter distances for the trans- 
portation of passengers or property, and the Commis- 
sion may, from time to time, prescribe the extent to 
which such designated common carrier may be relieved 
from the operation of this section of this act.” 

The law, as amended June 25, 1910, eliminated the 
words “under substantially similar circumstances and 
conditions.” 

Under the old law the railroads had depended upon 
those words for their right to continue the commercial 
relations in this country along the lines upon which 
they had been built up, but the removal of these words 
from the act prevents them from doing so, except 
they first make application to the Interstate Commerce 
Commission and gain the necessary authority. Now I 
will attempt a little nearby illustration which will, I 
think, make clear to you what this prohibition means: 

The M. L. & T. R. R. & S. S. Co. is building 
and expects to have in operation on January 1 a line 
from Lafayette, La., to Baton Rouge, which will be 
fifty-two miles in length, the distance from New Orleans 
to Lafayette is one hundred and forty-four miles, which 
will make the total distance from New Orleans by 
way of Lafayette to Baton Rouge, one hundred and ninety- 
six miles. The distance from New Orleans to Baton 
Rouge by way of the Y. & M. V. R. R. is eighty-nine 
miles. Baton Rouge, as you know, is sitauted on the 
Mississippi River, where there is actual water com- 
petition, making the rates exceedingly low; the distance 
by way of the L. R. & N. is only seventy-eight miles. 
Now it might happen that the M. L. & T. R. R. & S. S. 
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Company would like to participate in the carriage of 
merchandise from New Orleans to Baton Rouge, when 
it has a line with which to do so; but if Baton Rouge 
were an interstate point the fourth section of the long- 
and-short-haul clause would prevent the M. L. & T. R. R. 
& 8. S. Company from engaging in the transportation 
of merchandise to Baton Rouge unless the same rates 
were applied at all intermediate points, including, say, 
Lafayette, which is one hundred and forty-four miles 
from New Orleans, and not subject to water trans- 
portation. The conditions are entirely dissimilar; Baton 
Rouge has the same rate to-day that it will have after 
the line is completed from Lafayette to Baton Rouge. 
Some of the brightest lawyers of this country hold 
that it is beyond the constitutional competency of the 
United States, as well as of the states, to prevent the 
legitimate use of property, and if, in order to meet 
conditions already in effect, the M. L. & T. R. R. & S. S. 
Company makes lower rates, say, to Baton Rouge than 
to. intermediate points, it has the right to do so, the 
conditions being entirely dissimilar. 


In other words, it is the view that this road would 
have the right to use its railroad in handling traffic 
to Baton Rouge, without any bearing on the rate to 
Lafayette, so long as the rate to Lafayette was in 
itself reasonable; but, in granting that it is so, as a 
matter of fact, it is not within the constitutional ._com- 
petency of Congress to say that it is not so, contrary 
to the fact, and it is not within the constitutional 
authority to forbid it, and Congress has no power to 
do so. 


There might be thousands of similar cases cited in 
the United States where a rate to an intermediate point 
was justifiably higher than to a more distant point. 
Naturally, the shortest line between two points makes 
the rate, and where there is a longer line. between 
the two points it must meet the rate of the short line 
in order to do any business at all, but it cannot do 
this at its intermediate points without severe loss. 
If it did not meet the rate to competitive points the 
intermediate points would not be affected and con- 
ditions would not be changed; the rate to the com- 
petitive point would still apply via the short line, and 
the only effect would be to deprive the longer line 
from engaging in that traffic, and it would likewise 
deprive the shipper located, say, at New Orleans, on 
the M. L. & T. R. R., from reaching Baton Rouge in 
competition with a like industry located on the Yazoo 
& Mississippi Valley, as he would have to pay a ship- 
ping charge to get his goods from the M. L. & T. 
to the Y. & M. V., in order to take advantage of the 
short-line rate. Of course, this is all on the suppo- 
sition that the traffic to Baton Rouge were an interstate 
proposition, and it is simply used as an illustration; 
but, being an intrastate proposition, the Interstate Com- 
merce Commission has no control. 

Interstate‘ rates being regulated by the Interstate 
Commerce Commission, and the different state rates 
being controlled by local state commissions, there is 
constantly a conflict of interests between these bodies 
that will, in the opinion of the best posted traffic 
men, ultimately bring about a demand that all rates, 
both state and interstate, be controlled by a single 
government body, without which chaotic conditions in 
rate-making will be bound to result, from the multiplicity 
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of agents interested in making them from purely loca} 
or selfish considerations. 


Lovett Finds Conditions Good 





New York, N. Y., March 17.—Satisfaction with con- 
ditions along the Harriman Lines is expressed by Presi- 
dent R. S. Lovett, who returned from an extended in- 
special trip over the system a few days ago. 

*“T found conditions on our lines satisfactory,” re- 
marked Mr. Lovett. “The most gratifying feature is 
the ample rainfall. A year ago we came dangerously 
near a water famine, even in the irrigated districts. 
We are reasonably assured against this danger this year, 
The precipitation of snow and rain in the mountain 
states is much above the average, and in California 
is almost unprecedented. Our roadbed in some districts 
of California has been damaged to some extent and 
the country roads are in bad condition. 

“Business has been slowing down to some extent 
throughout the West. There is not as much building 
going on in the towns and cities as a year ago. The 
feeling is good. Everyone is expecting better business, 
and I observe no disturbing factor, nor was any sug- 
gested. The outlook for good crops, in view of the 
unusual rainfall, is very encouraging. 

“Excepting eruptions here and there, the people 
seem conservative, and the feeling toward the railroads 
is good. Railroad commission bills were defeated by 
large majorities in the legislatures of Utah and Idaho 
and, while some unfair legislation has been enacted 
in some of the states, that so far passed is endurable. 

“While our earnings have fallen off and probably 
wil] continue for some time to run behind last year, 
yet it must be remembered that last year was with 
us unprecedented, the gross earnings of the. Southern 
Pacific having been in excess of $10,000,000, and of 
the Union Pacific in excess of $11,000,000 over any 
previous year in their history. Compared with previous 
years, we have no cause to complain.” 


TO HOLD EXPRESS HEARING. 


Austin, Tex., March 17—A motion to require all 
express companies doing busines in Texas to return 
free of charge to the section from which the shipment 
originated empty carriers of various farm products has 
been set for hearing for April 11 by the state rail- 
road commission. The motion was made by Com 
missioner Williams and approved by Commissioners 
Mayfield and Wortham. 


AVERAGE DETENTION 1.86 DAYS. 


Houston, Tex., March 17.—January reports for the 
Texas Demurrage & Storage Bureau show that the 
average detention to cars handled in the territory cov- 
ered by its activities was 1.86 days, as against 1.82 in 
January, 1910. This January 1,225 stations reported 
103,374 cars, of which 93.91 were released before demur- 
rage began to accrue. Figures for January, 1910, showed 
1,181 stations, reporting 109,119 cars, with 96.63 re 
leased on time. 
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CLAIM AWARD IS A REBATE 


Counsel for Fourche River Lumber Company 
Attack Ruling in Arkansas Case as 
Violation of Elkins Act 





Little Rock, Ark., March 17.—May a court uphold 
a demand made upon a lumber company closely identi- 
fied with a tap line that it pay to a second lumber 
company, over whose lands said tap line has rights-of- 
way, an amount on the tonnage of the second lumber 
company equal to the divisions received by the tap line 
from its trunk line connections on such traffic? 

Is not such demand the solicitation of a freight 
rate concession, or, less euphonistically speaking, the 
solicitation of a rebate and an illegal act under the 
terms of the Elkins anti-rebate law of 1903? 

These are the basic questions that the Fourche 
River Lumber Company, through its attorneys, Rose, 
Hemingway, Cantrell & Loughborough of Little Rock 
and Borders & Walter of Chicago, has asked the Su- 
preme Court of Arkansas in a brief, in support of its 
petition for rehearing in the case of the Bryant Lumber 
Company vs. the Fourche River Lumber Company, filed 
with the court to-day. The petition set forth five errors 
and alleged violation of the federal acts to regulate 
commerce. 

It appears that in the summer of 1903 appellant 
entered into a contract with the Bryant Lumber Com- 
pany, whereby the Fourche River Valley & Indian Ter- 
ritory Railway was to have right-of-way over the lands 
of the Bryant Lumber Company. Certain stipulations 
were made with respect to grades, switch connections 
and service, but these need not here be considered. 
Appellant agreed that it would cause the timber of 
the Bryant Lumber Company to be hauled off of lands 
hereafter acquired at a price to be fixed by an arbitra- 
tion board. It was further agreed that neither the 
appellant nor the Fourche River Valley & Indian Ter- 
ritory Railway would do any act that would prevent 
the Bryant Lumber Company from having a fair op- 
portunity to compete with the appellant, in the purchase, 
holding, sales, etc., of timber lands and products and 
in the transportation of freight over said road, but 
that said agreement was not to preclude the right of 
the appellant to actively prosecute its business and to 
huy and sell as it deemed proper. 

In the demand to the arbitration board, upheld 
by the court, and out of which this case grew, the 
Bryant Lumber Company asked “that the Fourche River 
Lumber Company, through the Fourche River Valley 
and Indian Territory Railway Company, shall secure 
to the Bryant Lumber Company the same freight con- 
cessions as are now enjoyed by the Fourche River 
Lumber Company through its interest and the interests 
of its owners in the Fourche: River Valley & Indian 
Territory Railway Company. Appellant contends that 
the contract héreinbefore mentioned related, in so far 
as transportation was concerned, solely to carriage on 
the Fourche River line. It claims that the record fails 
to show any freight concession being enjoyed by the 
Fourche River Lumber Company and that appellant and 
the railway company were separate corporate entities 
and were so treated by the court. 

Coming directly to the divisions, it is stated that 
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the tap line receives sums ranging from two to three 
and a quarter cents for its service to its connection 
at Bigelow. This, it is contended, is in no wise a con- 


cession, but a payment for service rendered. Were 
joint rates non-existent and separate charges made for 
the haul to Bigelow by the tap line and by the Rock 
Island beyond, could anyone say that the tap line was 
receiving a concession from the trunk line? The situa- 
tion is not changed by the fact that joint through 
rates exist and divisions are made. Therefore, counsel 
for appellant aver that it is unfair to say that either 
the Fourche River Lumber Company or the railway 
company enjoy any concessions from the Rock Island 
company. 

But, further alleges the appellant, the award of 
the arbiters went beyond even the demand submitted. 
It is alleged that the tap line received no division 
on Bryant shipments because no service was ren- 
dered. Claim is made that the lumber shipments of 
the Bryant company come to its mill at Fourche from 
four sources—logs hauled by wagon or floated by water, 
logs hauled in by the Rock Island from points on its 
line and logs hauled over the tap line’s rails in con- 
nection with the Rock Island. Segregation of these 
shipments by the Bryant company is said to be im- 
possible. Further, it is pointed out, that the tap line 
received no diviison on shipments intended for Arkansas 
points. Despite this, the arbiters allowed two cents 
on the entire tonnage of the Bryant company. If the 
Fourche River Lumber Company owned the tap line 
outright, appellant finds it inconceivable that the court 
would allow it to accept shipments at two cents under 
the lawfully published rates. Would it not be lawful for 
Mr, Gould, as a large stockholder in the Iron Mountain, 
to offer to pay a shipper over that road an allowance 
which the road could not itself give? That the Bryant 
company yielded valuable rights and performed valu- 
able services in connection with its contract is con- 
ceded, but that the consideration herein involved was 
lawful is strenuously denied. 

In support of its contentions, counsel for appellant 
cite the recent decision of the United States Supreme 
Court in the Galveston wharf case: “No contractual 
relations whatever,” claim counsel, “could be used as 
a cloak to destroy that provision of the statute which 
required that the published tariffs should be strictly 
observed.” Allen & Lewis vs. Oregon Railroad & 
Navigation Company, 98 Fed. 16, is used to support 
the claim that discrimination as between communities 
could not be predicated upon a difference in the divi- 
sions of joint through interstate rates; that the di- 
visions were not a matter cognizable by the court: 
United States vs. Milwaukee Refrigerator Transit Co., 
145 Fed., 1007, is called upon to show that the ban 
against concessions is against all parties interested 
in the traffic and that the inhibition of any device 
whatever that accomplishes the result condemned by 
the Elkins act precludes invention in this field. 

Further support of the claim that that part of the 
contract upon which the Bryant company and the 
arbiters apparently based the award is void is sought 
by citations from Chesapeake & Ohio vs. Standard 
Lumber Co., 174 Fed., 107; the recent Supreme Court 
decisions in the Advertising and Mottly cases; New 
York, New Haven & Hartford R. R. Co. vs. Interstate 
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Commerce Commission, 200 U. S., 361, and Wight vs. 
United States, 167 U. S., 512, 42 L. Ed., 258. 

As a parting fling, counsel for appellant say: 

“Now, in conclusion, we want this court to note 
the demand of the Bryant Lumber Company in submit- 
ting the matter to arbitration. The fourth -provision 
was this, that it be given ‘the same freight concessions’ 
by the Fourche River Valley & Indian Territory Rail- 
way Company as are now enjoyed by the Fourche 
River Lumber Company. Section 1 of the Elkins act 
provides. 

* * * it shall be unlawful for amy person, persons or 
corporation to offer, grant or give, or to solicit, accept or receive 
any rebate, concession or discrimination in respect to the trans- 
portation of any property in interstate of foreign commerce by 
any. common carrier subject to said act to regulate commerce 
and the acts amendatory thereof whereby any such property 
Shall by any device whatever be transported at a less rate 
than that named in the tariffs published and filed by such car- 
rier, as is required by said act to regulate commerce and the 
acts amendatory thereof, or whereby any other advantage is 
given or discrimination is practiced. Every person or corpora- 
tion, whether carrier or shipper, who shall, knowingly, offer, 
grant or give, or solicit, accept or receive any such rebates, 
concession or discrimination shall be deemed guilty of a mis- 
demeanor, and on conviction thereof shall be punished by a 


fine of not less than one thousand dollars nor more than twenty 
thousand dollars. 


“We would respectfully suggest to this court that 
this statute prohibits the payment to anyone, for, or 
on account of, any shipments in interstate commerce 
whereby such transportation is had at less than the 
published tariff rate. The award of the arbitrators in 
this case was in compliance with a demand from one 
of the parties for a freight concession from the Fourche 
River Valley & Indian Territory Railway Company. 
This freight concession was measured by the arbitrators 
at two cents to three cénts per hundred pounds and 
gives the Bryant Lumber Company interstate trans- 
portation at less than the lawful published tariff rates. 
We submit that this is a matter which this court 
should avoid by declaring the award of the arbitrators 
unlawful, the contract unlawful, and by reversing the 
judgment of the court below.” 


ADDS TO PACKAGE CAR SERVICE. 

Toledo, O., March 17.—The transportation committee 
of the Wholesale Merchants & Manufacturers’ Board 
announces that the following additions to the through 
package car service from this city have recently been 
made: Lake Shore: Allegan and Blissfield, Mich., and 
Angola and Fort Wayne, Ind.; Cincinnati, Hamilton & 
Dayton: Bowling Green, Sidney and Wapakoneta, 0O.; 
Big Four: Louisville, Ky.; Michigan Central. Suspension 
Bridge, N. Y.; Hocking Valley: Charleston, W. Va., 
and Wabash: New Haven, Ind. 





TO HEAR COMMUTERS NEXT WEEK. 


New Rochelle, N. Y., March 17.—Notices have been 
sent out by the New Rochelle committee, appointed 
to oppose the New Haven’s increase in commutation 
rates last summer, to similar citizens’ committees in 
Mount Vernon, Pelham, Hamaroneck, Larchmont, Rye, 
Harrison and Porchester, asking them to send repre- 
sentatives to a hearing before the railroad committtee 
of the Senate at Albany on Wednesday afternoon, March 
22. At that time the Senate committee is to take up 
the Wainwright-Coffey bill, amending the railroad law 
of 1846, to provide that the New Haven road in West- 
chester County shall charge the same rates it charges 
on its lines within a radius of 25 miles from the South 
station in Boston, under the Massachusetts law. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re. 
lating to the law of interstate transportation of freight. It js 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Delivery to Non-Reporting Stations, 


Ohio.—“‘In June, 1909, we made a L. C. L. shipment 
to a point in the Northwest at which there was no 
agent, and for which reason the freight was prepaid. 
The consignee claimed that he never received the goods, 
while the railroad company claims that shipment ar. 
rived at destination and was set off at that point, 
but apparently was picked up by some third party. 
They, therefore, declined to entertain our claim for 
the value of the shipment. It has been suggested that 
the Carmack Amendment to the interstate commerce 
law, making the initial line responsible for loss or 
damage occurring beyond its own line, would apply 
in this case. I would be very glad to have your opin- 
ion as to whether or not the Carmack Amendment is 
applicable, and if not, whether the transportation lines 
are liable for. the value of this shipment.” 

The purpose of the Carmack Amendment is to give 
the shipper a remedy against the initial line for any 
loss or damage caused by it or some connecting line, 
without placing the burden upon the shipper of dis- 
covering which line over which this shipment moved 
was primarily liable for such loss or damage; provided, 
however, that the law as then existing made the 
carrier at fault liable therefor. If the delivering carrier 
was not liable, under existing laws, in the delivery 
complained of, the Carmack Amendment does not now 
make it so. 

Assuming that the carrier set off the goods at des: 
tination, then the law is as follows: In the absence of 
special contract or a statute fixing the place of de 
livery, a carrier’s contract of carriage is completed 
upon delivery at its depot or its warehouse where goods 
are customarily unloaded and delivered at the place 
of destination of the goods. On a consignment of goods 
to a place where there is no depot, warehouse, agent 
or sidetrack, it is the duty of the carrier, in case the 
consignee is not present to receive the goods, to un 
load them and leave them there on the ground, and 
such delivery will be construed as a completion of 
the particular contract for carriage. If, however, the 
goods were not in fact delivered, then the consignee 
has an action against the carrier for conversion. 

oa * ca 
Including Prepaid Freight Charges in Invoice Value of 
Lost Goods, 

Ohio.—“If we forwarded a carload of a certail 
commodity to the Pacific Coast, prepaying the freisht 
charges, and this car is destroyed by wreck, fire 
other causes en route, in filing our claim for the value 
thereof, are we entitled to a refund of the prepaid 
charges in addition to the invoice value?” 


Unless a lower value has been represented in writ- 
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ing by the shipper, or has been agreed upon between 
shipper and carrier, the better rule, in the matter of 
the measure of damages for loss of goods while in 
transit, seems to be to compute the amount of loss 
on the basis of the value of the property, being the 
bona fide invoice price, to the consignee, .including 
freight charges, if prepaid, at the place and time of 
shipment under the bill of lading. If, however, the 
value of the property is based on its market price at 
destination, then the cost of transportation might be 
deducted. 
ae * * 


Value of Goods Converted by Carriers. 


Nebraska.—“We have been having considerable 
trouble on account of railroads confiscating our coal 
for their own use. We have been filing claims against 
them for a fair profit over our invoice price. They 
demanded that we bill against them at regular mine 
price. Can you give reference to any decision covering 
this matter?” 5 

The withholding or confiscation of your coal by tit. 
carriers amounts in law to a conversion, and will @ 
treated as such. Some courts have held that whenev$r 
a carrier is guilty of conversion, it cannot limit. f. 
amount of the damage to the value of the goods at 
the time and place of shipment. Ordinarily, the meas- 
ure of damages for the conversion of goods will be 
their value at the place of destination, less cost of 
transportation. In your case, you are entitled to ex- 
actly the same price and profit on the goods con- 
verted to the carrier’s use that you would receive had 
such conversion not taken place and the goods were 
delivered to the original consignee. That is, your bona 
fide invoice price to the purchaser at the mines, at 
the time of shipment, including freight charges, if 
prepaid. This is the rule provided for in the uniform 
bill of lading, which received the approval of the In- 
terstate Commerce Commission in 14 I. C. C. 354. 

* ae ok 
Territorial Limitations of State Act Requiring Notice of 
Delivery Upon Consignor. 

Maryland.—‘“‘A large number of the state Legisla- 
tures have passed laws requiring transportation compa- 
nies to notify shippers that their shipments have either 
been refused or remained undelivered at destination, 
within a certain time. Would the law in force at the 
point of destination compel a transportation company 
to notify a shipper residing in another state, the ship 
ment involved being interstate? This matter is of con- 
siderable importance, as the shippers generally seem 
to feel that Congress should pass a law requiring trans- 
portation companies to notify them of their refused or 
undelivered shipments, within thirty days after arrival 
at destination.” 

The legislative authority of every state must spend 
its force within the territorial limits of the state. The 
Legislature of one state cannot make laws by which 
people outside the state must govern their actions, except 
as they may have occasion to resort to the remedies 
which the state provides, or to deal with property situ- 
ated within the state. A state has the right to enact 
Tegulations concerning matters the performance of which 
is to be wholly within the state. Matters relating to 
the delivery of goods may be determined by the law of 
the place of delivery. In consequence, while a state 
cannot enact valid laws requiring transportation compa- 
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nies to notify shippers residing outside of the state that 
their shipments have been either refused or remained 
undelivered, in so far as giving such shippers any extra 

rights beyond the borders of that state, yet it would 

seem that if such: shippers should resort to the remedies 

which the state provides, by instituting their actions 

within that state, and the property with which it deals 

is also within that state, that then the foreign shipper 

could avail himself of all the remedies againsc the car- 

riers within the state that are given to the local ship- 

pers. 

ok + ca 

Interpretation of Western Trunk Line Tariff. 

Minnesota.—“‘Do the class rates in Western Trunk 
Line Tariff 13-B, quoted in Section 4, apply only when 
lower than commodity rates quoted in Sections 2 and 3 
of the same tariff, or is the alternative clause at the 
heading of these rates inserted merely to make the 
class rates applicable when lower than the commodity 
rates in the preceding sections of the tariff?” 

It would seem as if the intent of the carriers was 
to make the commodity rates, both general and miscel- 
laneous, effective in the first instance, but that when- 
ever the through rates between the same points, as 
given in the class or alternative rate schedule, are lower 
than the rates on commodities named in the general 
and miscellaneous commodity schedule, that then the 
lower rate given in the class schedule is to apply on 
such commodities. 

* oe * 

Ownership as Affected by Prepayment of Freight. 

New York.—‘We buy large quantities of merchan- 
dise, the. terms on some of which read ‘F. O. B. Fac- 
tory,’ while others read ‘Delivered.’ Our understanding 
of the term ‘Delivered’ is that it merely requires the 
shipper to pay the freight and does not affect owner- 
ship of property while in transit, our contention being 
that shipment becomes the property of the consignee 
as soon as bill of lading is taken out by shipper and 
mailed, regardless of whether terms on the order read 
‘F. O. B. Factory’ or ‘Delivered.’ Kindly explain this 
point in next issue of THe TRAFFIC WoRLD.” 

Ownership in goods under transportation is not to 
be determined by the mere fact that the goods moved 
either “F. O. B. Factory” or “Delivered.” Were it 
otherwise, the carriers would have it within their power 
of arbitrarily fixing the title in the property transported 
by the simple means of demanding, or failing to de- 
mand, as the case might be, freight in. advance on the 
property shipped. For instance, to non-reporting sta- 
tions the prepayment of freight is almost invariably de- 
manded, and yet it is quite plain, that the failure of 
the carrier to place an agent at some particular station 
can, and should, have no relation with the question of 
fixing the ownership of the goods transported to such 
station. The terms “F. O. B. Factory” or “Delivered,” 
in so far as they affect the relation between carrier and 
shipper, or consignee, only concern the measure of 
damages in the event of loss or delay while in transit. 
The consignee named in the bill of lading is presump- 
tively the rightful owner of the goods and entitled to 
their possession. This presumption is so strong that if 
the consignor would for any reason retain the ownership 
or control of the goods, he must expressly notify the 
carrier of such fact. 
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Commerce Commission, 200 U. S., 361, and Wight vs. 
United States, 167 U. S., 512, 42 L. Ed., 258. 

As a parting fling, counsel for appellant say: 

“Now, in conclusion, we want this court to note 
the demand of the Bryant Lumber Company in submit- 
ting the matter to arbitration. The fourth provision 
was this, that it be given ‘the same freight concessions’ 
by the Fourche River Valley & Indian Territory Rail- 
way Company as are now enjoyed by the Fourche 
River Lumber Company. Section 1 of the Elkins act 
provides. 


* * * it shall be unlawful for amy person, persons or 
corporation to offer, grant or give, or to solicit, accept or receive 
any rebate, concession or discrimination in respect to the trans- 
portation of any property in interstate of foreign commerce by 
any. common carrier subject to said act to regulate commerce 
and the acts amendatory thereof whereby any such property 
Shall by any device whatever be transported at a less rate 
than that named in the tariffs published and filed by such car- 
rier, as is required by said act to regulate commerce and the 
acts amendatory thereof, or whereby any other advantage is 
given or discrimination is practiced. Every person or corpora- 
tion, whether carrier or shipper, who shall, knowingly, offer, 
grant or give, or solicit, accept or receive any such rebates, 
concession or discrimination shall be deemed guilty of a mis- 
demeanor, and on conviction thereof shall be punished by a 
fine of not less than one thousand dollars nor more than twenty 
thousand dollars. 


“We would respectfully suggest to this court that 
this statute prohibits the payment to anyone, for, or 
on account of, any shipments in interstate commerce 
whereby such transportation is had at less than the 
published tariff rate. The award of the arbitrators in 
this case was in compliance with a demand from one 
of the parties for a freight concession from the Fourche 
River Valley & Indian Territory Railway Company. 
This freight concession was measured by the arbitrators 
at two cents to three cents per hundred pounds and 
gives the Bryant Lumber Company interstate trans- 
portation at less than the lawful published tariff rates. 
We submit that this is a matter which this court 
should avoid by declaring the award of the arbitrators 
unlawful, the contract unlawful, and by reversing the 
judgment of the court below.” 


ADDS TO PACKAGE CAR SERVICE, 

Toledo, O., March 17.—The transportation committee 
of the Wholesale Merchants & Manufacturers’ Board 
announces that the following additions to the through 
package car service from this city have recently been 
made: Lake Shore: Allegan and Blissfield, Mich., and 
Angola and Fort Wayne, Ind.; Cincinnati, Hamilton & 
Dayton: Bowling Green, Sidney and Wapakoneta, 0O.; 
Big Four: Louisville, Ky.; Michigan Central. Suspension 
Bridge, N. Y.; Hocking Valley: Charleston, W. Va., 
and Wabash: New Haven, Ind. 





TO HEAR COMMUTERS NEXT WEEK. 


New Rochelle, N. Y., March 17.—Notices have been 
sent out by the New Rochelle committee, appointed 
to oppose the New Haven’s increase in commutation 
rates last summer, to similar citizens’ committees in 
Mount Vernon, Pelham, Hamaroneck, Larchmont, Rye, 
Harrison and Porchester, asking them to send repre- 
sentatives to a hearing before the railroad committtee 
of the Senate at Albany on Wednesday afternoon, March 
22. At that time the Senate committee is to take up 
the Wainwright-Coffey bill, amending the railroad law 
of 1846, to provide that the New Haven road in West- 
chester County shall charge the same rates it charges 
on its lines within a radius of 25 miles from the South 
station in Boston, under the Massachusetts law. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re. 
lating to the law of interstate transportation of freight. It js 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in. 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Delivery to Non-Reporting Stations. 


Ohio.—“‘In June, 1909, we made a L. C. L. shipment 
to a point in the Northwest at which there was no 
agent, and for which reason the freight was prepaid. 
The consignee claimed that he never received the goods, 
while the railroad company claims that shipment ar- 
rived at destination and was set off at that point, 
but apparently was picked up by some third party. 
They, therefore, declined to entertain our claim for 
the value of the shipment. It has been suggested that 
the Carmack Amendment to the interstate commerce 
law, making the initial line responsible for loss or 
damage occurring beyond its own line, would apply 
in this case. I would be very glad to have your opin- 
ion as to whether or not the Carmack Amendment is 
applicable, and if not, whether the transportation lines 
are liable for.the value of this shipment.” 

The purpose of the Carmack Amendment is to give 
the shipper a remedy against the initial line for any 
loss or damage caused by it or some connecting line, 
without placing the burden upon the shipper of dis- 
covering which line over which this shipment moved 
was primarily liable for such loss or damage; provided, 
however, that the law as then existing made the 
earrier at fault liable therefor. If the delivering carrier 
was not liable, under existing laws, in the delivery 
complained of, the Carmack Amendment does not now 
make it so. 

Assuming that the carrier set off the goods at des 
tination, then the law is as follows: In the absence of 
special contract or a statute fixing the place of de 
livery, a carrier’s contract of carriage is completed 
upon delivery at its depot or its warehouse where goods 
are customarily unloaded and delivered at the place 
of destination of the goods. On a consignment of goods 
to a place where there is no depot, warehouse, agent 
or sidetrack, it is the duty of the carrier, in case the 
consignee is not present to receive the goods, to Ut 
load them and leave them there on the ground, and 
such delivery will be construed as a completion of 
the particular contract for carriage. If, however, the 
goods were not in fact delivered, then the consignee 
has an action against the carrier for conversion. 

a * ak 
Including Prepaid Freight Charges in Invoice Value of 
Lost Goods. i 

Ohio.—“If we forwarded a carload of a certail 

commodity to the Pacific Coast, prepaying the freisht 


charges, and this car is destroyed by wreck, fire ° 
other causes en route, in filing our claim for the value 
thereof, are we entitled to a refund of the prepaid 


charges in addition to the invoice value?” 
Unless a lower value has been represented in writ- 
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ing by the shipper, or has been agreed upon between 
shipper and carrier, the better rule, in the matter of 
the measure of damages for loss of goods while in 
transit, seems to be to compute the amount of loss 
on the basis of the value of the property, being the 
bona fide invoice price, to the consignee, .including 
freight charges, if prepaid, at the place and time of 
shipment under the bill of lading. If, however, the 
value of the property is based on its market price at 
destination, then the cost of transportation might be 
deducted. 
* * * 
Value of Goods Converted by Carriers. 


Nebraska.—“We have been having considerable 
trouble on account of railroads confiscating our coal 
for their own use. We have been filing claims against 
them for a fair profit over our invoice price. They 
demanded that we bill against them at regular mine 
price. Can you give reference to any decision covering 
this matter?” 

The withholding or confiscation of your coal by ft 2 
carriers amounts in law to a conversion, and will ° > 
treated as such. Some courts have held that whenevir 
a carrier is guilty of conversion, it cannot limit. t~ 
amount of the damage to the value of the goods at 
the time and place of shipment. Ordinarily, the meas- 
ure of damages for the conversion of goods will be 
their value at the place of destination, less cost of 
transportation. In your case, you are entitled to ex- 
actly the same price and profit on the goods con- 
verted to the carrier’s use that you would receive had 
such conversion not taken place and the goods were 
delivered to the original consignee. That is, your bona 
fide invoice price to the purchaser at the mines, at 
the time of shipment, including freight charges, if 
prepaid. This is the rule provided for in the uniform 
bill of lading, which received the approval of the In- 
terstate Commerce Commission in 14 I. C. C. 354. 

* a ok 
Territorial Limitations of State Act Requiring Notice of 
Delivery Upon Consignor. 

Maryland.—“A large number of the state Legisla- 
tures have passed laws requiring transportation compa- 
nies to notify shippers that their shipments have either 
been refused or remained undelivered at destination, 
within a certain time. Would the law in force at the 
point of destination compel a transportation company 
to notify a shipper residing in another state, the ship 
ment involved being interstate? This matter is of con- 
siderable importance, as the shippers generally seem 
to feel that Congress should pass a law requiring trans- 
portation companies to notify them of their refused or 
undelivered shipments, within thirty days after arrival 
at destination.” 

The legislative authority of every state must spend 
its force within the territorial limits of the state. The 
Legislature of one state cannot make laws by which 
people outside the state must govern their actions, except 
as they may have occasion to resort to the remedies 
which the state provides, or to deal with property situ- 
ated within the state. A state has the right to enact 
regulations concerning matters the performance of which 
is to be wholly within the state. Matters relating to 
the delivery of goods may be determined by the law of 
the place of delivery. In consequence, while a state 
cannot enact valid laws requiring transportation compa- 
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nies to notify shippers residing outside of the state that 
their shipments have been either refused or remained 
undelivered, in so far as giving such shippers any extra 
rights beyond the borders of that state, yet it would 
seem that if such: shippers should resort to the remedies 
which the state provides, by instituting their actions 
within that state, and the property with which it deals 
is also within that state, that then the foreign shipper 
could avail himself of all the remedies agaiusc the car- 
riers within the state that are given to the local ship- 
pers. 
a * * 

Interpretation of Western Trunk Line Tariff. 

Minnesota.—“Do the class rates in Western Trunk 
Line Tariff 13-B, quoted in Section 4, apply only when 
lower than commodity rates quoted in Sections 2 and 3 
of the same tariff, or is the alternative clause at the 
heading of these rates inserted merely to make the 
class rates applicable when lower than the commodity 
rates in the preceding sections of the tariff?” 

It would seem as if the intent of the carriers was 
to make the commodity rates, both general and miscel- 
laneous, effective in the first instance, but that when- 
ever the through rates between the same points, as 
given in the class or alternative rate schedule, are lower 
than the rates on commodities named in the general 
and miscellaneous commodity schedule, that then the 
lower rate given in the class schedule is to apply on 
such commodities. 

tk oo oe 


Ownership as Affected by Prepayment of Freight. 


New York.—“We buy large quantities of merchan- 
dise, the. rerms on some of which read ‘F. O. B. Fac- 
tory,’ while others read ‘Delivered.’ Our understanding 
of the term ‘Delivered’ is that it merely requires the 
shipper to pay the freight and does not affect owner- 
ship of property while in transit, our contention being 
that shipment becomes the property of the consignee 
as soon as bill of lading is taken out by shipper and 
mailed, regardless of whether terms on the order read 
‘F. O. B. Factory’ or ‘Delivered.’ Kindly explain this 
point in next issue of THE TRAFFIC WORLD.” 

Ownership in goods under transportation is not to 
be determined by the mere fact that the goods moved 
either “F. O. B. Factory” or “Delivered.” Were it 
otherwise, the carriers would have it within their power 
of arbitrarily fixing the title in the property transported 
by the simple means of demanding, or failing to de 
mand, as the case might be, freight in advance on the 
property shipped. For instance, to non-reporting sta- 
tions the prepayment of freight is almost invariably de- 
manded, and yet it is quite plain, that the failure of 
the carrier to place an agent at some particular station 
can, and should, have no relation with the question of 
fixing the ownership of the goods transported to such 
station. The terms “F. O. B. Factory” or “Delivered,” 
in so far as they affect the relation between carrier and 
shipper, or consignee, only concern the measure of 
damages in the event of loss or delay while in transit. 
The consignee named in the bill of lading is presump- 
tively the rightful owner of the goods and entitled to 
their possession. This presumption is so strong that if 


the consignor would for any reason. retain the ownership 
or control of the goods, he must expressly notify the 
carrier of such fact. 
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ALASKAN RATES EXCESSIVE 


Canadian Commission Orders Charges Reduced 
One-Third—Scores Financing of Re- 
spondent Companies 


THE BOARD OF RAILWAY COMMISSIONERS FOR 
CANADA. 
Order No. 12783. 
HON. J. P. MABEE, Chief Commissioner. 
D’ARCY SCOTT, Assistant Chief Commissioner. 
JAMES MILLS, Commissioner. 
S. J. McLEAN, Commissioner. 


In the matter of the order of the Board No. 7246, 
dated June 16, 1909, made upon the application of the 
Board of Trade of Dawson, Yukon Territory, herein- 
after called the “Applicants,” directing the British Yukon 
Railway Company, the British Columbia Yukon Rail- 
way Company, the Pacific & Arctic Railway and 
Navigation Company, and the White Pass & Yukon 
Railway Company, hereinafter called the “Respondent 
Companies,” to file with the Board (1) tariffs of the 
companies’ tolls covering all through traffic received 
at Skaguay and destined to White Horse, or to any 
intermediate point or points between the international 
boundary line between Alaska and British Columbia, 
upon the line of railway, and White Horse; (2) covering 
all through traffic received at any point or points upon 
the railway line between White Horse and the said 
international boundary, and destined to Skaguay: 

And in the matter of the tariffs filed in pursuance 
thereof: 

Upon the hearing of the application and the read- 
ing of what has been filed on behalf of the applicants 
and the respondent companies, and upon the report 
and recommendation of the chief traffic officer of the 
Board: 

It is ordered (a), That the Joint Freight Tariff 
Cc. R. C. No. 9, giving the rates charged by the respond- 
ent companies on the various descriptions of freight 
traffic specified therein between Skaguay, Alaska and 
White Horse, Y. T., and intermediate stations in British 
Columbia and the Yukon Territory, be, and it is hereby, 
disallowed. 

(b) That the one-way passenger fares published 
in the respondent companies’ Joint Passenger Tariff 
Cc. R. C. No. 3, to apply between Skaguay, Alaska and 
stations in British Columbia and the Yukon Territory 
to, and including, White Horse, be, and they are hereby, 
disallowed; and the respondent companies be, and they 
are hereby, directed to substitute therefor joint tariffs 
of freight and passenger tolls based on a reduction 
of at least one-third in each case from: the freight 
and. passenger tolls shown in the said tariffs which are 
hereby disallowed, the said substituted tariffs to become 
effective not later than April 1, 1911, the said reduced 
freight and passenger tolls to be the maxima to be 
charged by the respondent companies between Skaguay 
and the said stations. 

And it is also ordered, That freight and passenger 
tolls (if any) now existing, lower than the tolls hereby 
ordered shall not be increased by reason of this order. 
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Judgment. 


THE CHIEF COMMISSIONER: 

This is a continuation of this case as reported in 
9 C. R. C., 190. The former judgment dealt only with 
the question of jurisdiction over the subject matter of 
the complaint, it being thought better that the respond- 
ents should have an opportunity of obtaining the views 
of the Supreme Court upon that question, before the 
reasonableness of their tolls was considered by the 
Board. No appeal was taken from that judgment. It 
was complied with by the respondents filing tariffs 
purporting to be in accordance with the directions 
given; and the only questions now remaining for dis- 
position are whether, in form, these tariffs comply 
with that judgment, and as to the reasonableness of 
the tolls established by them. 

Mr. Commissioner McLean has dealt fully with the 

question of the fairness of these tolls, and I entirely 
agree in his conclusions as to the tolls upon freight 
traffic. 
, Complaint was made against the passenger tolls in 
t)a original as well as in the Conrad complaint, and 
b) the order of September 7, 1910, made in that case, 
es mplaint against these tolls stood over to be con- 
sidered in the present case. 

I am of opinion that the one-third reduction should 
also apply to the passenger tolls upon passenger traffic 
over the portion of the route that the tolls upon freight 
traffic are being reduced. The companies have, in 
the past, been charging 18 cents per mile. This seems 
out of all reason, and has no parallel, so far as any 
information can be obtained. A reduction to 12 cents 
per, mile will still leave the tolls three times as high 
as anywhere else in Canada. 

Some criticism of the form of the tariffs now being 
considered might be made, but as these will have to be 
reprinted to comply with the reductions directed, further 
consideration may be deferred until the new ones are 
filed, showing the required reductions. 

The Board will not be understood as holding that 
there may not be certain questions regarding wharfage 
at Skaguay that may not fall within the provisions 
of the railway act; but these matters were not argued, 
and so have not been dealt with. 

I am not unmindful of the importance of the view 
taken by the Board upon this matter, not only to the 
respondents, but to the general public. A reduction of 
one-third in the rates of a company is a step that 
requires the most ample justification, and the Board 
should make no such requirement without feeling cer- 
tain of its ground. It should hardly be necessary to 
say that it is equally the duty of this Board to protect 
the capital actually put into a railway by its stock- 
holders, as it is to protect the public against unjust 
charges by those who operate the railway for the 
stockholders. If it were shown that the tolls heretofore 
in existence upon this line of railway only produced 
sufficient revenue to pay the proper expenses of main- 
tenance of way and equipment, traffic, transportation, 
general expenses and fixed charges, and a fair dividend 
to the stockholders upon the money actually put into 
the road, I should refuse to be a party to reduction of 
tolls, even if they were the highest in the world. 

The late chief commissioner, I am told, spent 4 
vast amount of time in trying to ascertain what money 
went into this railway; at least three of the present 
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members of the Board have struggled with the same 
it lies at the root of this whole matter, 
yet the organization and capitalization of the various 
concerns that have been in existence as construction 
companies, operating and holding companies for this 
hundred-odd miles of railway, has been so manipulated 
that the whole history represents a maze of mystery. 
Why was it necessary to obtain so many federal, pro- 
vincial, American and English charters to construct 
this short mileage? Why should it be impossible, 
from actual records, to show the cash that went into 
the enterprise? Why all this mystery? Someone may 
understand it all; no one connected with this Board 
does; and no one, upon behalf of the respondents, has 
been able to explain it. 

[ have no doubt that no such money as is shown 
in the capitalization of these companies ever went into 
the construction of this road, and the only inference 
that can properly be drawn from the unnecessary and 
mysterious combinations of individuals and corporations 
in the building and operation of this road is that it 
was never intended that anyone ever should. be able 
to find that out. The respondents offered no evidence 
of physical valuation of the undertaking in its present 
condition, or of the cost of reproduction; so we are 
left to struggle as best we can with the most complex 
and unsatisfactory lot of accounts and figures that it 
has ever been my misfortune to contemplate. 

The requirement of this Board will diminish the 
rates of this route, within the zone of operation affected 
by these new tariffs, by 3344 per cent. Let us see how 
this would work out, assuming that this would have 
meant a corresponding decrease in the gross earnings 
of last year. 

The report made to the government of Canada by 
the British Yukon Company covers the 90.32 miles in 
Canada; but in this mileage is included that of the 
British Columbia Yukon Railway from Snmmit to Pen- 
nington, a distance of 31 miles, and that of the British 
Yukon Company, thence to White Horse. The report 
to the Dominion government for the year ending June 
30, 1910, shows that this mileage of 90.32 miles in 
Canada had passenger earnings of $78,283 and freight 
earnings of $206,547. The gross earnings are returned 
as $328,994. The general expenses of traffic and trans- 
portation, maintenance of way and _ structures, and 
equipment were in round numbers $117,000, leaving in 
round numbers net earnings for these 90.32 miles of 
$212,000. 

While a reduction of one-third in rates does not 
of necessity mean a reduction in revenue, yet for the 
purposes of analysis it may be assumed that the 
one-third reduction in rates would mean one-third of 
the gross rates. The reduction on this amount would 
leave them at $219,000, which would leave $103,000 as 
the net earnings. These figures may mean much or 
nothing; it depends upon the fairness of the company’s 
bookkeeping. 

As indicated in the judgment rendered on June 14, 
1909, a resolution was passed on June 24, 1902, providing 
that the gross through traffic earnings were to be ap- 
Plied, in the first place, to the payment of operation 
and other expenses; secondly, to the interest upon the 
bonded debt (in so far as the local earnings should 
be insufficient to meet the operating expenses and 
bonded debt); and the remainder of the through traffic 


question; 
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earnings was to be divided between the British Co- 
lumbia Yukon and the British Yukon as follows: 25 
per cent to the latter, 10 per cent to the former. 
Against these, there was charged in the case of the 
British Yukon Company 32 per cent of the operating 
expenses of the line of railway between White Horse 
and Skaguay, and 14 per cent in the case of the British 
Yukon Railway Company. Here, again, as in all of 
the records of the White Pass & Yukon route, we 
find much complexity. In June, 1903, a resolution which 
Was passed at different dates during this month by 
the companies constituting the route dealt with the 
question of the apportionment of joint earnings between 
the respective companies, and stated: 


Whereas, The president of the company has special knowl- 
edge of the details of all such matters and on account of the 
delay which would be og¢casioned, it is difficult or impossible in 
ow soon to refer them beforehand to the board; now, therefore, 

e 

Resolved, That the president of this company is hereby 
directed and authorized to enter into on behalf of this company 
any and all agreements with such companies deemed by him 
advisable or equitable for the purpose of fixing or varying the 
proportion of joint earnings or of special items of joint earnings 
from time to time divisible between such companies, or for the 
purpose of charging against joint earnings such items as he 
may deem a special or extraordinary expense incurred by one 
or more of such companies for the joint benefit or for the 
purpose of fixing the proportion in which such items should be 
borne by the respective companies benefited, and such agree- 
ments may be entered into as well after the event as before. 


Under this arrangement the following division of the 
gross earnings was made during 1903-1905. 


P.& A. R Bw. x. B. Y. Ry. B. Y. N. 

& N. Co. Ry. Co. Co. Co. 
EE a ee 13.6 7.6 14.8 64 
Stier tsccteees eos 20.43 9.36 17.81 52.4 
WOO ala ¥ Geo st tkeeee 30.34 8.62 16.91 44.13 


The Board has not had submitted to it the basis 
of apportionment for more recent years; but on the 
latest information we have been able to. obtain, it will 
be noted that the division for the rail portion of the 
route in Canada would represent only 25 per cent of 
the gross. 

The divisions are purely arbitrary. Under the res- 
olution, the operative portion of which has been quoted, 
they rest entirely in the discretion of the president of 
the company, Mr. S. H. Graves. We have had no op- 
portunity of checking these; we do not know whether 
the proportion of gross earnings apportioned to the 
British Yukon Naviration Company, which is outside 
of our jurisdiction, is a reasonable portion or not. It 
is manifest that the figures involved in the above return 
to the government depend for their accuracy entirely 
upon these arbitrary divisions. This is a fair sample 
of all the figures, statistics and statements furnished 
in this long-drawn-out case. Everything depends upon 
the judgment of some person or persons connected with 
the organizations or some or one of them. There 
seemed to be no original source for anything as a 
sure and safe starting point, and about the only thing 
in the whole case that one can feel perfectly safe about 
is the fact that in the past the tolls have been ex- 
cessive and unreasonable. 

These reductions, of course, do not apply to com- 
modity tariffs on ore and concentrates, which were dealt 
with in the Conrad case. Personally, I have felt greatly 
handicapped in this case from not having heard the 
evidence. Satisfaction, however, is felt in the fact that 


both Commissioner Mills and Chief Traffic Officer Hard- 
well entirely agree in the order now made. 

These gentlemen heard all the evidence given at 
Dawson and Vancouver’ and Mr. Hardwell spent many 
days in investigating the company’s books at Skaguay. 


















Judgment, 
MR. COMMISSIONER McLEAN: 

The judgment of the chief commissioner in this 
matter, which was rendered on June 14, 1909, sets 
forth the reasons for the lengthened consideration of 
this matter, and indicates what were the earner steps. 
The Board, in pursuance of that judgment, concluded 
that it had jurisdiction over “through traffic received at 
Skaguay destined to White Horse, or to any intermediate 
point between the international boundary between _ Alaska 
and British Columbia and White Horse upon the railway 
line; and upon through traffic received at any point 
upon the railway line between White Horse and the 
said international boundary destined to Skaguay.” 

The judgment then directed that tariffs covering 
the traffic in question should be prepared without delay 
by the respondents and duly filed; and it was further 
stated that when such tariffs were submitted, they 
would be considered by the Board in the light of the 
evidence already given, it being further open to each 
side to reasonably supplement this evidence. It was 
further stated that the Board in the meantime expressed 
no opinion as to the fairness of the existing tolls. 

Subsequently, at a hearing in Toronto, on June 1, 
1909, Col. J. H. Conrad submitted a complaint regarding 
rates from Caribou to Skaguay. Caribou is a point in 
the Yukon, about 63 miles from Skaguay. For reasons 
which are spread in the record, Mr. Chrysler. who was 
present and who had represented respondents as counsel 
in the original application, did not submit evidence. 
It was understood that the complaint submitted by 
Colonel Conrad was to be considered as closed, so far 
as he was concerned, on the facts submitted, it being 
open to Mr. Chrysler to submit additional evidence. 

Regarding the Conrad complaint, Mr. Chrysler stated 
that he desired to be heard with evidence on the com- 
plaint regarding ore rates raised at the above-mentioned 
Toronto hearing, but he qualified this by stating that 
the ore rates would be covered in the general question 
of tariffs. He further stated that his clients did not 
desire to submit evidence additional to that submitted 
at Dawson, and said in substance that the question 
was now to be treated as a tariff matter, that is to 
say, it was concerned with the reasonableness of the 
rates as set out in the tariffs. 

Pursuant to the direction in the judgment and the 
order issued in connection therewith, there was filed 
Cc. R. C. No. 9, a joint freight tariff naming rates be- 
tween Skaguay, Alaska; Bennett, B. C.; Caribou, White 
Horse, Y. T., and intermediate points. This tariff was 
issued September 16, 1909, to be effective October 15, 
1909, 

At the meeting of the Board in Vancouver on Octo- 
ber 27, 1909, the matter of the tariff was referred to by 
Mr. Congdon, who represented the Dawson Board of 
Trade, and he was then informed that the tariff had 
been filed; and it was suggested that after acquainting 
himself- with its contents, it might be taken up by him. 

The complaint of the Dawson Board of Trade was 
subsequently set down for the Vancouver sittings in 
September, 1910, and came up there on September 7. 
Due notice had been given of this hearing; but Mr. 
Deacon, who appeared for Mr. Congdon, asked for a 
postponement, on the ground that he was not in- 
8tructed on the merits. A postponement having already 
been’ refused to Mr. S. H. Graves, the president of the 
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four companies forming the “White Pass & Yukon 
Route,” the Board felt that the postponement asked 
for by Mr. Deacon could not be granted. Mr. Deacon 
accordingly withdrew from the case. 

It does not appear that additional delay would re. 
sult in any added light being thrown on the question, 
and so it may now be dealt with. 

As the matter now stands, the tariff is before the 
Board to consider in the light of the evidence and 
any supplementary material pertinent thereto which it 
may seem material to the Board to consider. 

In dealing with the question of the reasonableness 
of the rates, the Board has to recognize at the outset 
that there was an extremely complicated system of 
financing. The judgment of the chief commissioner, 
already referred to, sets out the arrangements which 
existed between the various railways and the naviga- 
tion company making up this route. Incidental refer. 
ence is made therein to some additional features of 
the earlier history of the project. Some phases of this 
earlier history as bear on the financial arrangements 
in connection with the building of the railway portion 
of the route need to be further developed. 

A company promoted by one Wilkinson had in the 
first instance obtained the charters of the British Yukon 
Mining, Trading and Transportation Company and the 
British Columbia Yukon Railway Company. Some time 
in the spring of 1898, Mr. Graves, who had in the 
meantime acquired these charters from Wilkinson and 
his associates, obtained a West Virginia charter for a 
company called the Pacific & Arctic Railway and Navi- 
gation Company. 


On the 16th of May, 1898, an agreement was entered 
into between the British Yukon Mining, Trading & 
Transportation Company, the British Columbia Yukon 
Railway Company, the Pacific & Arctic Railway and 
Navigation Company, and the Assets Development Com- 
pany, Limited, a company registered under the English 
Companies Act. Under this agreement the Assets De- 
velopment Company undertook to construct a line of 
railway from the head of Lynn Canal or some point 
convenient thereto to Bennett Lake, and it also under- 
took to pay to the British Yukon Railway Company a sum 
not exceeding £30,000 for the purchase of rolling stock, 
or, at its option, to supply rolling stock for the railway. 
Under this agreement the Assets Development Company 
was liable to maintain the railway and works for a 
period of six months after the railway had been wholly 
completed with rolling stock and every other require 
ment for opening. The Assets company was in sub- 
stance to become a holding company for the railway 
companies, for it was to receive £250,000 fully paid 


ordinary shares of the British Yukon Mining, Trading 
& Transportation Company, and it was further to be 
credited as having paid up the sum of £250,000 of 


preference shares, for which it had subscribed and paid 
up only £25,000. In addition, it was to receive al! of 
the share capital of the British Columbia Yukon Com- 
pany and of the Pacific & Arctic Company, except 
such shares as might be required for the qualification 
of directors or trustees. The Assets Development Com- 
pany, it was stated in evidence by Mr. Graves, was 
organized by Wilkinson. 

The Assets company was unable to carry out its 
undertaking, and on the 22d of August, 1898, an agree 
ment was entered into between the Pacific Contract 
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Company, Limited (a company incorporated in England), 
the Pacific & Arctic Railway and Navigation Company, 
the British Columbia Yukon Railway Company, and 
the British Yukon Mining, Trading & Transportation 
Company, under which the Contract company took over 
the obligations of the Assets company under the pre- 
ceding arrangement and received in addition to the 
shares therein mentioned a bond issue equal to £6,000 
of 6 per cent securities per mile of the railway line. 
In this agreement it was stated that these arrange- 
ments were concerned with the construction of “the 
first section of the railway” from Skaguay to Lake 
Bennett, “estimated to be about 50 miles more or 
less.” While the agreement was entered into in August, 
the Pacific Contract Company had before the execution 
of the agreement begun construction under the Pacific 
& Arctic Railway’s charter of the portion of the railway 
in Alaska. Clause 6 of the foregoing agreement refers 
to an agreement entered into on August 3, 1898, be- 
tween the Pacific Contract Company, the White Pass 
& Yukon Railway Company, and a trust company, not 
identified in the agreement before us, whereby on the 
terms referred to as agreed to in the agreement of 
August 3, which is not before the Board, the Contract 
company was to complete the remainder of the line to 
Fort Selkirk. On October 3, 1900, an agreement sup- 
plemental to that of August 22, 1898, was entered into 
between the Pacific Contract Company, Limited, the 
British Columbia Yukon Railway Company, and the 
British Yukon Railway Company (formerly known as 
the British Yukon Mining, Trading and Transportation 
Company), whereby it is recited that the first section 
of the railway, as set out in the agreement of August 
22, 1898, had been completed on July 1, 1899, and it 
is agreed that for the construction by the said Contract 
company of the second section of the railway from 
Bennett City, on the shores of Lake Bennett, “to the 
first convenient point on the left bank of the Lewes 
River below the White Horse Falls, such point to be 
determined and fixed by the engineer of the White 
Pass & Yukon Railway Company, Limited,” a distance 
estimated at 72 miles more or less, the British Co- 
lumbia Yukon Railway and the British Yukon Railway 
severally agreed to pay over to such company or com- 
panies, person or persons, as the Contract company 
might nominate, £6,000 of 6 per cent mortgage securi- 
ties for every mile of the second section falling within 
the territory and powers of the respective railway com- 
panies aforesaid. 

Here, again, it is to be noted that before the exe- 
cution of the agreement, work had been done by the 
Contract company, for it is recited that the Contract 
company had already constructed and equipped a portion 
of the second section. The agreement does not set out 
the portion which had been so constructed and equipped. 

The Pacific Contract Company, which was controlled 
by the interests controlling the railway companies above 
mentioned, went into liquidation on January 27, 1902, 
and was finally wound up in January, 1904. As ex- 
plained by Mr. Graves (evidence Volume 88, page 8473), 
the Pacific Contract Company took the shares and bonds 
above referred to and exchanged them for the shares 
of the White. Pass & Yukon Railway Company. The 
latter company, which is incorporated in England by 
letters patent, is a holding company for the companies 
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constituting the route. In the liquidator’s statement is 
the following item: 


Expenditure by the Pacific Contract Company, Limited, in- 
cluding construction and equipment of the railway, interest, 
promotion and other expenses: £1,028,645, 9s, 11d. 


This expenditure covered the construction from 
Skaguay to White Horse. It was represented to the 
Board that the books of the Pacific Contract Company 
were no longer in existence. 

The item from the liquidator’s statement is, when 
converted into dollars and cents, $4,988,930. Included in 
this is an item of approximately $1,091,250 for charters, 
franchises, etc. As explained by Mr. Graves at Dawson, 
more fully than intelligibly, some £45,000 or £50,000 
were paid to the original parties who had acquired the 
charters and the balance of the $1,091,250 was stated 
to have gone to 


The parties who acquired it for them as their agents and 
representatives (andy then took an option on it themselves.” 
(Evidence, Volume 34, Page 4629.) 


In default of exact statement it is useless to pursue 
further this phase of the matter. It is a subject which 
is of more direct concern to the bodies granting railway 
charters. The cost of the railway from Skaguay to 
White Horse, including additions and improvements to 
property, is given in a statement submitted to the 
Board by Mr. Hardwell as $8,838,469.15 in the year 1904. 
This statement was prepared from the records in the 
offices at Skaguay. From this is to be deducted the 
cost of the boats, wharves, shipyards, etc., in connection 
with the river and lake division, viz., $1,486,981.07.. No 
subsequent statement as to the cost of the railway is 
before the Board. 

It was stated in evidence by Mr. Graves at Dawson 
that he was unable to say what was the cost of con- 
struction of the portion of the railway in British Co- 
lumbia and of the portion in the Yukon. The chief 
traffic officer of the board was unable to obtain any 
information at Skaguay subsequent to the meeting at 
Dawson bearing on this matter. No information is 
available regarding the cost of construction of the por- 
tion of the road in Alaska, and the Board, therefore, 
has not before it the means of checking the costs of 
the different sections. The books of the construction 
company are no longer in existence; and to state this 
is not to impute a motive. It is unnecessary to express 
any opinion as to the legitimacy or otherwise of the 
financial arrangements which have been outlined. It is 
conceivable that the uncertainty which at the time 
existed regarding the exact boundary line between Brit- 
ish Columbia and Alaska might lead to very complicated 
arrangements between the parties. But the survey given 
renders it manifest that the contract company, the 
railway companies and the holding company were not 
dealing at arm’s length. Their friendly relations are 
shown in the fact that the terms set out in the agree- 
ments in two instances referred to work which had 
been done before agreement existed. Now, this may 
have been necessary under the circumstances. But after 
the lapse of years, and in view of the complicated 
financing which has been sketched, and the disappear- 
ance of any means whereby the costs submitted may 
be chacked, it is impossible to say whether the sum 
submitted represents the true cost of the road. There 
is not before the Board information to show that the 
statements of costs are conclusive of reasonableness, 
and so it is necessary to consider other factors as well. 

As has been indicated, a tariff has been filed giving 
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the rates from Skaguay to White Horse. 


The following 





table shows what the ‘rates are by classes as well as 
by certain commodities which'are selected as examples, 








Rate 
Vancouves to 
White Horse. 


' COMMODITIES. 

' L. C, L 
Me tattcccee ebet cnc oe trac a Rema Rha +r Get cs casio cinnsan $ 59.50 
Class B 3 ofS o BERLE o « oid ebb sob Goes e% - 66.50 
TD onda negnd bs \esowalen hedesiila white © eaabaies salnaies onan 83.50 
MN ois Sods OCR SU ey 5 Ud ce adooss WE iin. tole SUV weve Vcodcear - 59.50 
Rr a 4p shined sd ctnhenine be dpe d-adndve dirvatane Din -» 59.50 
Butter (in brine)...’ ude er Cacanh sta senss nes i Ghu wee eae Cele 59.50 
Rolled oats, oatmeal......... "LER RE COATT Th ee Sad Be hie - 59.50 
SEED (5 0 vagus guets > mth dais tem athieelents hx teed Conneiineiniid «e+. 59.50 
DEE SA v66 0 veswawacdseues PEUIDD oe le docdesvectdcctstasecee 59.50 
Pits 06% tit wbidith hele als 6 ubigb.tevh.o0 URAnéed ble Site e's és sue eeeee 69.50 
PEE .cevcheuctperve'e se Mend cwtse dine wads de gaa ce keke chvan 59.50 
Coal oil ......., dbd'tie e ped t 6 stre’s cies UNG cess Hiseweduse UV eeek 59.50 
ET ht nia Dat « del «ak allie cieeeeins. Ce.cnuiin<iemie ate 59.50 
POMS MIMO oll. g Sb REL UL Np ePesneccebepese bende ceeas 59.50 
SS ah seein be bine. 6 ad ne ete oni 4 indus Ge oo eleaedebnbs Mba 59.50 
i rr Vir ChVes ls Ce pace es obec bet bocce bheceenee on.) ae 
Oats and feed.....i...,.. Pedudits bo AME db. vob csvessdec teeceee 59.50 
Malt, bags and WN Cas, cnckwavtecocechdvectacers nets 59.50 
BONO 45a Ooi Baie bo LUDA ob AW LAW a ca vic ve cece cove cesses 59.50 
i i i ocala alee ak acelin ait wii ne bia wlilne o.alinindie aie ees 59.50 
Machinery (including boilers), under DT SEs acaewusonse ses 59.50 
Window glass (not exceeding 40 united inches)........... 59.50 
Lumber, rough, under a PN chan 6 cet ad &badtiie conection 59.50 
Lath, shingles PAS lds SEMIS SGU i We cedcctseceecece - 59.50 
Hay, double compressed. . eit a - 69.50 
Hay, single compressed: .... EVoeeRs Se Onil> $e oene entaesnrees 89.25 
ES citi thi nd 6a Randy k haan Kes ieh oat Wie 6.8 86e vee sedbsbacéewee 66.50 
Liquors, in glass (packed). phaeGo-enuew he's ¢hbd io Pekaene oie -- 66.50 
SS Fo Pee) op ee ee Oe ee | 66.50 
a ee ee een ry eee 52 66.50 
Mr L656 ceteroeSh ob eb bahenetecce ces vos begenredss 66.50 
ics attend 6 bc dhe Oaeeeae © ae ein it 00k ds Ke buiee 66.50 
Window glass (not exceeding 68 united eee -- 66.50 
PA OOM, «54s ods « CAD GRU Lid RiElodo civics cevccctocvedeue 83.50 
tj stel dds tes ch nabet end on ednohed Mlaws 00%%-0b-adhiws ° 83.50 
Household goods (released) PURDrSTUENCS Ceei verse ccee nee ass 83.50 
Meat,, fresh ..... er awe eer ee Oe Tee) ee ee 83.50 
i tte Ce Le. Soc sivce th cherebadu eens «hens eeetwes se aee 83.50 
Window glass, (over, 68, not over 86).............00- codecs Cee 
6 ne a nd cdadins ¢6.4'e0-2 tated tiie Gia mall 133.00 
Geheral merchandise '(N. -O. S.). 2.1... cece c cc ccceccccce 133.00 
Glass, plate (more than,.19 feet, united measure).......... 133.00 
Glass. plate (less than 19 feet, ‘united measure).......++0- 125.25 
Wagons, Te a a eer er errs - 125.25 
i a cd on 6nd ee Sah teenth tice on ound bodes ¢awetin 125.25 
Household igoods (not released)...........ccecccecrecceece 125.25 


c. L. 
$ 54.00 
60.00 


120.00 
120.00 
120.00 
108.00 
108.00 
108.00 
108.00 


The following table gives a similar statement regarding the through 


this rate is apportioned. 


Rate 
I Vancouver to Ocean 
COMMODITIES. Dawson. Propoortion. 

DEEL Give ceccelaleucacbenedsececcoscae a oe ee oe A ee oe ot One 
NS ee ee hve IG vs «.+--$ 65.00 $ 60.00 $ 9.10 $ 8.40 
at aii ee RN ie” ER AE © 80.00 70.00 11.20 9.80 
SEEMED A dind.c vs bale Xo. cdo ee dewedb et ceee 95.00 85.00 13.30 11.90 
Tn i00ectopensadGenntes > een bh ove cisinie arm 65.00 50.00 9.10 7.00 
BEET. Ws VEER CIUCT c6 cds bel See bovesvesneres 65.00 50.00 9.10 7.00 
GRRE... vy care Sevesh gviidyse'ee'ss daa 65.00 55.00 9.10 7.70 
wie of din how buh cht hin ca ad CON) Ske 65.00 55.00 9.10 7.70 
NON ot cep RS oo cc occ Mee MEU se cccccee 65.00 55.00 9.10 7.70 
nS) det he avaton ceed ibce hdiucded bewbins 65.00 55.00 9.10 7.70 
a DEED 6 <.€s 56 seb bGbdsineccecece 65.00 55.00 9.10 7.70 
Sialbeecle Ae © Mocivttnic ctee we vsssteccss) GAGS 55.00 9.10 7.70 
TR ae cam Fbt0 +d eslebaes vd ee me Ova 65.00 55.00 9.10 7.70 
MEN Si bab bs 08'S 8s OR Soc eed Fecvoecs 65.00 55.00 9.10 7.70 
SE OR rr ee an 80.00 55.00 11.20 7.70 
cae Ube t ie odescdeetbewe te ecees 65.00 55.00 9.10 7.70 
SE, MOU nb) a6 bse be Gate cake hs TAR Se Teh 65.00 55.00 9.10 7.70 
PC cn L ion difenalas ¢.onkdentink's ee- 65.00 55.00 9.10 7.70 
5? 2”, BR ee ee a A 65.00 50.00 9.10 7.00 
Malt, bags and barrels..........s60++0. 65.00 60.00 9.10 8.40 
ST THERES chee we ee e060 40s 66655 860 chop es 65.00 60.00 9.10 8.40 
OS ae es ere © ree ar Fee Pee 65.00 60.00 9.10 8.40 
Hay, double COMpressed.....u.seeeeees 65.00 55.00 9.10 7.70 
Lumber, rough, under 30 feet.......... 65.00 40.00 9.10 5.60 
eT ee ere 65.00 50.00 9.10 7.00 
Machin’y (inc. boilers, under 4,000 Ibs.) 65.00 60.00 9.10 8.40 
Window glass (not exe. 40. united ins.). 65.00 60.00 9.10 8.40 
Hay, single compressed.............+-- 81.25 75.00 11.38 10.50 
SN. SG Watsid's ods ede ec Gs ab be thibUde oe vShie% 80.00 65.00 11,20 9.10 
Liquors, in‘ glass, packed............+-. 80.00 70.00 11.20 9.80 
Meat, salted. smoked. ................- 80.00 70.00 11,20 9.80 
Potatoes, onions, in sacks.........++«. » .80.00 70.00 11.20 9.80 
PEC, SUR CC a ons cadcesaesasnes 80.00 70.00 11.20 9.80 
MUU, CRP . os ewes cect ve tiscwinacGebs 80.00 70.00 11.20 9.80 
Window glass (not exc. 68 united we). 80.00 70.00 11.20 9.80 
Butter, fresh, in wWoOod........esseeeeees 95.00 85.00 13.30 11.90 
EE TL Actin cembutne Hab 640 enibiee's ke 95.00 85.00 13.30 11.90 
Household goods, released.........../. 95.00 85.00 13.30 11.90 
BE NOE - (ow pws 9-¢ ca 'e.n'c beg enpeh 95.00 85.00 13.30 11.90 
PE Tn ES on cl bbs sda pends awe ee ease 95.00 85.00 13.30 11.90 
Window glass (not exc. 86 united ins.) 95.00 85.00 13.30 11.90 
BRN. WHO POIMRIOG. 0.6:65.i cos edierncs cscs - 160.00 140.00 22.40 19.60 
General merchandise, Ni O. S.......... 160.00 140.00 22.40 19.60 
Glass, pl., more than 19 ft., untd. meas. 160.00 140.00 22.40 19.60 
Glass, less than 19 ft., united measure. 142.50 127.50 19.95 17.85 
Wagons, express, delivery, ete....i.... 142.50 127.50 19.95 17.85 
Pianos and orgams...........+++. eee | 127.50 19.95 17.85 
Household goods, not released......... 142.50 127.50 19.95 17.85 


Ocean 
Proportion. 
OE ee OE ae * 
$ 10.10 $ 9.40 
12.20 10.80 
14.30 12.90 
10.10 8.00 
10.00 8.00 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
10.10 8.70 
12.20 8.70 
10.10 8.00 
10.10 9.40 
10.10 9.40 
10.10 9.40 
10.10 9.40 
10.10 9.40 
10.10 6.60 
10.10 8.00 
10.10 8.70 
12.38 11.50 
12.20 10.10 
12.20 10.00 
12.20 10.00 
12.20 10.00 
12.20 10.00 
12.20 10.00 
12.20 10.00 
14.30 12.90 
14.30 12.90 
14.30 12.90 
14.30 12.90 
14.30 12.90 
14.30 12.90 
23.40 20.60 
23.40 20.60 
23.40 20.60 
20.95 18.85 
20.95 18.85 
20.95 18.85 
20.95 18.85 
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Balance 
Skaguay to 
White Horse. 
LG lk. .C.k. 
$ 49.40 §$ 44.60 
54.30 49.20 
69.20 59.10 
49.40 42.00 
49.40 42.00 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
49.40 43.05 
54.30 43.05 
49.40 39.00 
49.40 44.60 
49.40 44.60 
49.40 44.60 
49.40 44.60 
49.40 44.60 
49.40 47.40 
49.40 46.00 
49.40 40.30 
76.87 69.50 
54.30 47.65 
54.30 49.20 
54.30 49.20 
54.30 49.20 
54.30 49.20 
54.30 49.20 
54.30 49.20 
69.20 59.10 
69.20 59.10 
69.20 59.10 
69.20 59.10 
69.20 59.10 
69.20 59.10 
109.60 99.40 
109.60 99.40 
109.60 99.40 
104.30 89.15 
104.30 89.15 
104.30 89.15 
104.30 89.15 
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and gives further information regarding the way in 
which the through rate from points of origin to White 
Horse is apportioned: 


Loeal 

Skaguay to 

White Horse. 
l.te ae €6CC UL. 
$50.00 $ 45.00 
55.00 50.09 
70.00 60.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 5.00 
50.00 45.00 
55.00 45.00 
50.00 40.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
50.00 45.00 
28.00 20.00 
35.00 25.00 
50.00 40.00 
62.50 53.00 
55.00 50.00 
55.00 50.00 
55.00 50.00 
55.00 50.00 
55.00 50.00 
55.00 50.00 
55.00 50.00 
70.00 60.00 
70.00 60.00 
70.00 60.00 
70.00 60.90 
70.00 60.00 
70.00 60.00 
110.00 100.00 
110.00 100.00 
110.00 100.00 
105.00 90.00 
105.00 90.00 
105.00 90.00 
105.00 90.08 


rate from point of origin to Dawson, and shows how 


Balance 
Skaguay to 
Dawson. 

) A PS ey we 
$55.90 $ 51.60 
68.80 60.20 
81.70 73.10 
55.90 43.00 
55.90 43.00 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
68.80 47.30 
55.90 47.30 
55.90 47.30 
55.90 47.30 
55.90 43.00 
5.90 51.60 
55.90 51.60 
55.90 51.60 
55.90 47.30 
55.90 34.40 
55.90 43.00 
55.90 51.60 
55.90 51.60 
69.87 64.50 
68.80 55.90 
68.80 60.20 
68.80 60.20 
68.80 60.20 
68.80 60.20 
68.80 60.20 
68.80 60.20 
81.70 73.10 
81.70 73.10 
81.70 73.10 
81:70 73.10 
81.70 73.10 
81.70 73.10 
137.60 120.40 
137.60 120.40 
137.60 120.40 
122.55 109.65 
122.55 109.65 
122.55 109.65 
122.55 109.65 


River 

Proportion. 

» ee ae 

$19.57 $ 18.06 
24.08 21.07 
28.90 25.59 
19.57 15.05 
19.57 15.05 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
24.08 16.56 
19.57 16.56 
19.57 16.56 
19.57 16.56 
19.57 15.05 
19.57 18.06 
19.57 18.06 
19.57 18.06 
19.57 16.56 
19.57 12.04 
19.57 15.05 
19.57 18.06 
19.57 18.06 
24.45 22.58 
24.08 19.57 
24.08 21.07 
24.08 21.07 
24.08 21.07 
24.08 21.07 
24.08 21.07 
24.08 21.07 
28.90 25.59 
28.90 25.59 
28.90 25.59 
28.90 25.59 
28.90 25.59 
28.90 25.59 
48.16 42.14 
48.16 42.14 
48.16 42.14 
42.89 38.38 
42.89 38.38 
42.89 38.38 
42.89 38.38 


Balance 
Skaguay to 
White Horse. 
istace . L. 
$ 36.33 $ 33.54 
44.72 39.13 
52.80 47.51 
36.33 27.95 
36.33 27.95 
36.33 30.74 
36.33 30.74 
36.33 30.74 
36.33 30.74 
36.33 30.74 
36.33 30.7 
36.33 30.74 
36.33 30.7 
44.72 30.74 
36.33 30.7 
36.33 30.7 
36.33 30.74 
36.33 27.95 
36.33 33.54 
36.33 33.54 
36.33 33.54 
36.33 30.74 
36.33 22.36 
36.33 7.95 
36.33 33.54 
36.33 33.5 
45.42 41.92 
44.72 36.3 
44.72 39.13 
44.72 39.13 
44.72 39.13 
44.72 39.13 
44.72 39.13 
44.72 39.13 
52.80 47.51 
52.80 47.51 
52.80 47.51 
52.80 47.51 
52.80 47.51 
52.80 47.51 
89.44 78.26 
89.44 78.26 
89.44 78.26 
79.66 71.27 
79.66 71,27 
- 79.66 71.27 
79.66 71.27 
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The burden of the rates contained in the Skaguay- 
White Horse Tariff may be better understood by re- 
ferring to the ratio of these rates in some particular 
instances to the price of the commodity. In the com- 
puting of the following table, Vancouver prices of De- 
cember 3, 1910, have been taken: 


S.S. Rateto Assumed 





Vancouver Skaguay Skaguay 
COMMODITY. Price per ton. perton. Price per ton. 
Beef, fresh. .....-ceeeeeceees $ 16.00 $ 27.00 $ 43.00 
Pork, freSh..cseccessceccecccs 24.00 27.00 le 
Butter, a 14.00 94.00 
CheeS@ ...-eees 3 10.00 40.00 
BACON ....cccee § 10.00 60.00 
Potatoes Kk 11.00 41.00 
WIGS? 302 0 ceViiivcveveesVeesee . 9.00 74.00 
alll ning dp hintnted sS balegebae 666 9.00 43.00 
Hay, double compressed “ 15.00 41.00 
Weed cvs de cmtcdeibnidbsw do 04 045 6.0 9.00 45.00 
GUGAL ...cccccccccccscvcccccce 9.00 118.00 
Local Rate Ratio of 
per ton to Local Rate to 
White Horse. Skaguay Price. 
€OMMODITY. % Cc. is. Cc L. Lh C. i. Cc. Ta 
Per ct. Per ct. 
Bact, THOR. ddictcc'ee ou n04s $70.00 $60.00 162.7 139.5 
POP, CPOM .cecccccscedeces 70.00 60.00 137.2 117.6 
Butter, .freGhis < vcesosccccces 70.00 60.00 74.4 63.8. 
CNOOES, Saavd weed peveecddsee 55.00 50.00 137.5 12 
ee ee eee eer © 55.00 50.00 91.6 83.3 
DOURIOED 0.0 nc0.0% 6 oce.dosed Ke 55.00 50.00 134.1 121.9 
WOU ccckbeccnetewacevsbies 50.00 45.00 67.5 60.8. 
eae .<i bias o Veet hee cbiee's 50.00 40.00 116.2 93 
Hay, double compressed... 50.00 40.00 121.9 97.5 
ON BREESE PGs Cee 50.00 40.00 111.1 88.8. 
GUGEE 240.506 sd Fannsedc<ccees 50.00 45.00 42.3 38.1 


As indicated, the steamship rate has been added 
to the Vancouver price, giving an assumed Skaguay 
price, and then the rail rate from Skaguay to White 
Horse is worked out as a ratio of this assumed Skaguay 
price. The computation of percentages designedly omits 
the consideration of the ratio of the Skaguay-Dawson 
rate to the Skaguay price; for the White Horse-Dawson 
portion of the route is beyond the jurisdiction of the 
Board. The last column of the table illustrates the 
pressure of the rail rate. It is not assumed that the 
ratios shown do not atler from time to time with varia- 
tions in price, but as the steamship proportions are 
agreed on and local rates are not fluctuating, it is 
probable that the ratios are not much out of line. 

In the evidence given by Mr. Graves at Dawson, a 
large amount of material was submitted concerning the 
nature of the business of the route and the peculiar 
conditions affecting it. This testimony, in condensed 
form, is as follows: 


The route, that is to say, the rail and water route, 
has four months of profitable traffic during the season 
when the river is navigable. This period was stated 
to extend from about June 1 to October 1. The local 
traffic, when navigation was closed, was stated to be 
insufficient to meet operating expenses. Mr. Graves 
stated that the business was practically all through 
traffic. At the hearing in Ottawa Mr, Chrysler said that 
nine hundred and ninety-nine out of a thousand parts 
of the traffic were through traffic. 


It is further developed and admitted that the bulk 
of the traffic is inbound. Among the statements ob- 
tained by Mr. Hardwell from the offices of the White 
Pass Route at Skaguay there is one which covers freight 
and train mileage from the year 1899 to 1905, inclusive, 
and the first six months of 1906. This shows the fol- 
lowing detail regarding the freight car movement: 


Year Year Year Year 

1899, 1900. 1901. 1902. 

Mileage loaded frt. cars, north.. 77,812 285,719 365,128 331,843 
Mileage loaded frt. cars, south.. 2,416 9,702 12,854 13,346 
leage empty frt. cars, north.. 748 821 2,851 2,599 
lleage empty frt. cars, south.. 73,949 275,567. 349,168 319,205 
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Yr. 1906 

Year Year Year Jan. 1lto 

1903. 1904. 1905. June 30. 

Mileage loaded frt. cars, north. .364,751 342,612 335,158 118,210 
Mileage loaded frt. cars, south.. 16,246 21,106 11,858 6,781 
Mileage empty frt. cars, north.. 9 1,907 429 201 
Mileage empty frt. cars, south..347,152 328,797 329,459 110,402 


a 
=) 


Information for the period down to date is not 
available to show the proportion of loaded to empty 
car mileage and the direction of the traffic. It does 
not seem necessary, however, to pursue this phase 
of the subject matter further, as it is a matter of 
common knowledge that at present the traffic is pre- 
ponderatingly a one-way traffic. 

The features of the railway as to grade may be 
summarized from the report of the chief engineer of 
the companies which is contained in the report of 
the White Pass & Yukon Railway Company for the 
year ending June 30, 1900. Between Skaguay and Sum- 
mit there is for a distance of 13 miles a maximum grade 
of 3.81 per cent. From Summit to Bennett the maxi- 
mum grade varies from 3.3 per cent to 2.91 per cent. 
Between Bennett and White Horse the maximum grades 
vary from 1 per cent to 3.9 per cent. The latter grade 
is a short grade for a few hundred feet, and is with 
the inbound traffic. Aside from this, the maximum 
grade is 2 per cent. 

The traffic moving over this railway is subject to 
the Northern Freight Classification. In this classifica- 
tion goods are classed A, B and C, A being the lowest 
class. In addition to the straight class ratings, there 
are various multiples of class ratings, as well as frac- 
tions of class ratings. The tariff above referred to, 


viz, C. R. C., No. 9, gives the following tariff rates 
per ton: 


i L. C. L. C. Tan 
NN: Mn: Stain oo mpaldd:d- deg. euitmestiin duatalalets dine aescie tad $50.00 $45.06 
hw : ole debe 4ewicsbe ne natbimiies 0bace detail ol 55.00 50.00 
SE ES os Oke 0 kMb 0 oR aRia db UR baie c Ciba dade cal 70.00 60.00 


While the ton-mile rate is not an infallible measure 
of the reasonableness or otherwise of a rate, it is to 
be. given due weight. Referring to the material con- 
tained in the tables above dealing with the White 
Horse and Dawson rates, the following results for the 
rail hauls may be derived therefrom: 


Dawson White Horse 
Ton Mile Rate Ton Mile Rate 
in cents. in cents 
: BCL -Gila LCL C.L 
i a eae oe ke a tee Ue 33 30 45 40 
WE a oes wekdadu was ds ete caters 40 35 49 45 
GR Skt « sieeareneutticns 05) %6 san 48 43 63 54 


It is manifest that the peculiar facts attaching to 
the traffic of this road justify much higher rates than 
would be reasonable in the case of other roads of 
similar length located elsewhere. Mr. Congdon said 
in Ottawa, at. the hearing on June 9, 1909 (Evidence 
Volume 88, page 8404): 


“I am of course bound to concede, as every rea- 
sonable man must concede, that this road is entitled 
to very much higher rates than any road of a corre- 
sponding length or corresponding description, for that 
matter, to be found on the outside.” 


Recognizing that there are conditions peculiar to 
the Skaguay-White Horse rail haul, it is at the same 
time of interest to make a comparison between the 
rates charged between Skaguay and White Horse and 
the rates on the mountain divisions of the Canadian 
Pacific Railway in British Columbia. The class rates on 
this section of the Canadian Pacific are the highest in 
Canada, outside of the Yukon. The following table 
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gives the rates per ton for a number of commodities 
in both less-than-car lots and car lots, as well as the 
ton-mile rates for both these classes of traffic between 
Skaguay and White Horse and between Canmore, B. C., 
and a point 111 miles west: 

W. P. & Y. Ry. 


Class Rates per ton. P. T. M. 

L. C. L. C. L. L. C. L. Cc. L. 
i + ie eneens te hae oo 6S Oe $50.00 $45.00 $ 0.45 $ 0.41 
ATS eS eee ee 50.00 45.00 .45 41 
I an ans wi ee bes o> 9.9 Tb RR 50.00 45.00 .45 41 
EE So eVecouse Pins tetecévees 70.00 60.00 63 54 
OE eee 45.00 .45 -41 
Dt corsncedepieerese see SET 45.00 .45 41 
Hay, single, compressed....... 62.50 56.00 56 .50 
SUOMI s oo o.c's0s segs renee Se 45.00 .45 41 
eo PP ere ea 55.00 50.00 -50 .45 
SD a os Mole bass gibihie. Ciba 9 de 55.00 50.00 .50 -45 

ye Zp A 
Class Rates per ton. rT. Mi. 

L. Ck. a | PU ae ee 
SRR ER ee er $ 8.60 $ 5.00 $ 0.08 $ 0.05 
SD Obs ts cee denweks'seweguneodtes 8.60 3.90 -08 -04 
SE iach Sane ag dee o A0'0.0-9 aw om tine 8.60 7.60 08 07 
NN kd dees cede vaathe dab 6s 14.40 11.40 13 10 
tin ow aan whee tide 04 pl nine 11.40 7.60 .10 .07 
SEE GER WR ce ts Sec ckacckesete 8.60 7.60 .08 .07 
Hay, singie compressed........ 25.80 3.90 -23 -04 
 . SOUT obo divise cee sé0 04,0 11.40 7.60 10 .07 
i SITET CELE CT 17.20 8.60 15 .08 
NS SI eee 11.40 7.60 10 -07 


It will be seen from a consideration of the figures 
that the ton-mile rates from Skaguay to White Horse 
on the commodities indicated are in every case much 
higher than the highest charge between Canmore and 
the point taken. This comparison is not put forward 
as being in any way conclusive; it is simply an illus- 
tration. In the case of the White Pass Route, the 
great bulk of the traffic is through. It may be that 
with local development along the line from White Horse 
outbound that mineral traffic and other forms of traffic 
will develop; but this is a matter of development. 
It is further to be recognized that it is only during 
a portion of the year that the large bulk of traffic is 
moved. In the case of the portion of the Canadian 
Pacific Railway, which has been taken for purposes of 
illustration, it is to be recognized that the local 
traffic is negligible; almost without exception, the traf- 
fic passing over this portion of the railway is through 
traffic which moves a longer distance. But over this 
portion of the railway there is no seasonal limitation 
of trafic; it may move freely in either direction through- 
out the year. The large volume of through traffic which 
the Canadian Pacific Railway carries maintains this 
portion of the railway. Both the railway from Skaguay 
to White Horse and the mountain portion of the Cana- 
dian Pacific referred to are at present, from a traffic 
standpoint, bridges. Then, again, on this section, the 
grades are on the whole more favorable than on the 
White Horse Pass & Yukon route. It may be al- 
leged that, since practically no local traffic of any 
consequence moves on this section of the Canadian 
Pacific, the class rate is simply a paper rate. This 
may be accepted as true; but at the same time the 
class rates may be taken as what the Canadian Pacific 
would consider to be reasonable rates, if local traffic 
were moving over this section. And the comparison is 
of some advantage in showing what is the burden of 
rate on the White Pass & Yukon route. 

After due consideration, I am of opinion that the 
tariff C. R. C., No. 9, is umreasonable and excessive, 
and that the respondents should substitute therefor a 
through tariff of joint rates showing a reduction of 
at least one-third in each case from the rates quoted 
in the above-mentioned tariff, these rates to be a 
maximum to intermediate points between the interna- 
{ 
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tional boundary between Alaska and British Columbia 
and White Horse, lower rates, if any, existing to or 
from such intermediate points not to be taken out 
because of this direction. This tariff should be fileg 
to be effective by April 1, 1911. 

The Board deals in this matter with the class tariff 
alone. It is informed in evidence that it is the policy 
of the management of the railways making up the route 
from Skaguay to White Horse to grant commodity 
rates for a period from about July 1 to August 15 
or 16, and in some cases to August 31. The Board 
expects that in granting such commodity rates no action 
will be taken by the railways which will place White 
Horse in the position of being discriminated against. 


Endorse Railroad Bills 


Denver, Colo., March 17.—The Chamber of Com- 
merce has endorsed the bill to amend the railway com- 
mission law and the anti-pass measure, drawn by the 
special committee on Colorado freight rates and in- 
dustry. The striking feature of the former bill is said 
to be its second section, giving the commission definite 
powers with respect to ratemaking. This measure also 
recognizes existing Colorado common points. An amend- 
ment was offered and accepted providing that the com- 
missioners, three in number, should hold office for six 
years, with the term of one member expiring every 
second year. 

The antf-pass bill is understood to follow along the 
lines of the law now in effect in Texas. It provides for 
free transportation to bona fide officers and agents of 
transportation companies, federal custom and immigra- 
tion inspectors, state health officers and one assistant, 
persons injured in wrecks immediately after such dis- 
aster, and physicians and nurses attending such wrecks. 
Half fares are allowed to clergymen and officers of 
charitable institutions. 





SOUTHERN TO ADD TO EQUIPMENT. 


Atlanta, Ga., March 17.—To take care of increased 
business the Southern Railway Company will purchase 
25 Mikado type freight locomotives, 15 Pacific type 
passenger and 15 Standard switching, 35 first-class pas- 
senger coaches, 20 full postal cars, 10 combination 
passenger and baggage cars and 4 dining cars. Orders 
have also been placed for 27,200 tons of 85-pound steel 
rail, which will be used in track betterments. 


NINETY-FOUR PER CENT RELEASED ON TIME. 

Seattle, Wash., March 17.—The Pacific Northwest 
Demurrage Bureau reports that 94 per cent of the 
79,116 cars handled in that territory during January were 
released before the expiration of the free time. Two 
members of the bureau reported all cars released before 
demurrage began to accrue, while 80 was the smallest 
percentage of cars released in time that was reported 
by any road. 


NINETY-SIX PER CENT ESCAPE DEMURRAGE. 

Raleigh, N. C., March 17.—During November, 191%, 
of the 42,42 cars handled under demurrage r5ules and re 
ported to the North Carolina Demurrage Bureau, ‘6.36 
per cent were released on time, as against 97.5) i0 
November, 1909. The average detention in Novem)e’, 
1910, was 1.62; 1909, 1.54 days. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 


Obiect—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 
Officers 
J. Cc. Lincoln, President, 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mer. Transp. Dept. Board of Trade, 
Chicago, Ill, 
W. D. Hurlbut. Secretary-Treasurer, 
T. M., Wisconsin Pulp & Paper Co., 
39 Jackson Blvd., Chicago, Ill. 
ILLINOIS. 
Lake County Manufacturers’ Association. 
E. P. Sedgwick, Pres., Waukegan. 
National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Ill. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 


In charge of traffic at industries at 
Sterling and Rock Falls, Ill. 
a ee. ee re President 
We He Bs vs Se dcacds Vice-President 
J... Whe PBs oocesss Secretary-Treasurer 
WW. Te Babe ctiiaie<vccnes Traffic Manager 
MINNESOTA. 


Northeren Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 


MISSOURI, 

Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Blidg., 
St. Louis. 

Commercial Club. H. G. Krake, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of 
the Commercial Club. H. G. Wilson, 
Trans. Comm’r, 105-6-7 Beard of Trade 
Bidg., Kansas City. 

NEW YORK. 

Albany Chamber of Commerce. Wm. B. 

Jones, Secy., 95 State St., Albany, 


TRAFFIC CLUBS 


The Traffic Club of New York. F. E. Her- 
riman, Pres.; C, A, Swope, Secy. 

The Traffic Club of Chicago. John T. 
Stockton, Pres.; Guy S. McCabe, Secy. 

The Traffic Club of Philadelphia, F. A. 
Bedford, Pres.; C. W. Summerfield, Secy. 

The Traffic Club of St. Louis. C. R. Gray, 
Pres.; A. F. Versen, Secy.-Treas. 

The Traffic Club of Pittsburg. O. M. Ells- 
worth, Pres.: T. J. Walters, Secy, 

The Transportation Club of Indianapolis. 
John L. Ketcham, Pres.; L. E. Stone, 
Secy. 

The Traffic Club of New England, Boston. 
T. E. Byrnes, Pres.: Wm. C. Brown, 
Secy. 

The Transportation Club of Louisville. 
L. J. Irwin, Pres.; Fred H. Behring, 

Secy. - 

The Transportation Club of Toledo. Thos. 
Conlon, Pres.; L. G. Macomber, Secy. 

The Traffic Club of St. Paul. J. R. Jones, 
Pres.; A. L. Bowker, Secy. 

The Traffic Club of Newark. Chas. Mil- 
bauer, Pres.; E. G. Weil, Secy. 

The Traffic Club of Seattle. F. W. Parker, 
Pres.; F. R. Hanlon, Secy. 

The Transportation Club of Detroit, Mich. 
Walter G. Norvell, Pres.; W. R. Hurley, 
Secy, 

The Railroad Club of Kansas City, Mo. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 

The Transportation and Traffic Club, 

Birmingham, Ala. lL. Sevier, Pres.; 

O. F. Redd, Secy, 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


COMPLAINTS BEFORE COMMISSION 











Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 





Acme Portland Cement Co., The, vs. 


American Express Co. (3932). 

Complainant alleges that on 
June 30, 1910, it had shipped from 
New York, N. Y., a consignment 
of bonds and stocks to the Union 
Trust Co. at Spokane, Wash. 
Complainant alleges that charges 
of $2,172.50, as assessed by de- 
fendant, were excessive, unreason- 
able and unjust, and prays that 
after due hearing and investigation 
defendant may be made to answer 
such charges, to cease and desist 
from said violation, to put in force 
more reasonable and just rates, 
and asks reparation in the sum 
of $1,997. 


Board of Trade of Morristown, Tenn., 


The. The Myers Dry Goods Co., the 
C, E. Baylor Co., the Grant-Hasson 
Hardware Co., Donaldson’  Bros., 
Minns, Goodson & Co., Peck, Jar- 
nigan & Co., and the J. S. Good- 
son & Co. vs. A. C. L. and various 
other roads (3908). 

Complainants allege that the 
rates from and to Morristown, 
Tenn., charged by defendants are ex- 
cessive, unreasonable and unjust and 
discriminate against complainants 
and put them to an unjust disadvan- 
tage in the marketing of their prod- 
ucts. Complainants pray that 
after due hearing and _ investiga- 
tion defendants may be made to 
answer such charges, to cease and 
desist from said violation, to put 
in force more reasonable and just 
rates, and asks reparation in such 
sum as the Commission may con- 
sider complainants entitled to. 


Booth Fisheries Co., The, vs. P. R. 


R., and L. S. & M. S. (3934). 

Complainant alleges that on Jan. 
19, 1911, it shipped a carload of 
salt from Cuylerville, N. Y., to 
Indianapolis, Ind. Complainant al- 
leges that the rate charged by 
defendants was excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants may be made to answer 
such charges, to cease and desist 
from said violation, to put in force 
more reasonable and just rates, 
and asks reparation in the sum of 
$14.80. 


Broderick & Bacon Rope Co., The, 


vs. St. LL I. M. & S., M. La. & 
Tex., and La. West. (3935). 
Complainant alleges that on Jan. 
11 and Jan. 20, 1909, respectively, 
it shipped two carloads of steel 
wire rope, from St. Louis, Mo., 
to Jennings, La. Complainant al- 
leges that the rates charged by 
defendants were excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants may be made to answer 
such charges, to cease and desist 
from said violation, to put in force 


more reasonable and just rates, 
and asks reparation in the sum of 
$12.86. 


Business Men’s League of Albert Lea, 


Minn., vs. B. & O., B. & M. and B. 
& A. et al. (3910). 

Complainant alleges that the rates 
charged by defendants from points 
in Trunk Line Territory to Albert 
Lea, Minn., are excessive, unreason- 
able and unjust, in that they exceed 
the rates to St. Paul, Minn. Com- 
plainant further alleges that as Al- 
bert Lea, Minn., is 101 miles nearer 
the Trunk Line Territory these rates 
discriminate against Albert Lea in 
favor of St. Paul. Complainant 
prays that after due hearing and in- 
vestigation defendants may be made 
to answer such charges, to cease and 
desist from said violation, to put in 
force more reasonable and just 
rates, and for such further orders 
as Commission may consider com- 
plainant entitled to. 


Capital Electric Co., The, vs. C. R. 


I. & P., Union Pac. and O. S. 8S. 
(3927). 

Complainant alleges that in the 
course of its business since Sept. 
1, 19v9, it shipped various consign- 
ments of washing machines from 
Grinnell, Ia., to Salt Lake City, 
Utah. Complainant alleges that 
the rate of $2.65 per 100 Ibs., as 
charged by defendants is excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants may be 
made to answer such charges, to 
cease and desist from said viola- 
tions, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $16.91. 


Detrick Electric Supply Co., The, vs. 


Spokane, P. & S., Nor. Pac. and 
C. B. & Q. (3922). 

Complainant alleges that on Oct. 
16, 1909, it shipped one carload of 
electrical appliances from Denver, 
Colo., to Portland, Ore., total 
charges assessed and collected be- 
ing $911.20. 


Complainant alleges that the rates 
charged by defendants were ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation. defendants may 
be made to answer such charges, 
to cease and esist from said vio- 
lation, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $74.10. 


Federal Lumber Co., The, vs. Sou. 


Ry. (3928). 

Complainant alleges that on the 
dates of Dec. 8 and Dec. 11, 1909, 
respectively, it shipped from De- 
mopolis, Ala., two carloads of lum- 
ber, consigned to Hinsdale, Mass., 
cars to be stopped off at Buffalo, 
N. Y. Complainant alleges’ that 
owing to misrouting by defendant 
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the cars were not stopped at Buf- 
falo, N. Y., but were carried to 


Albany, N. Y. Complainant al- 
leges that said rerouting resulted 
in an unjust charge of $82.27. 
Complainant prays that after due 
hearing and investigation, defend- 
ant may be made to answer such 
charges, to cease and desist from 
said violation and asks reparation 
in the sum of $82.27. 

International Agricultural Corporation 

vs. L. & N. et al. (3920). 

Complainant alleges that the rates 
charged by defendant on sulphuric 
acid shipped from Copper Hill 
Tenn., to various interstate points, 
are excessive, unreasonable and un- 
just, and put complainant to a great 
disadvantage in the marketing of its 
products. Complainant prays that 
after due hearing and investigation, 
defendant may be made to answer 
such charges, to cease and desist 
from said violation, to put in force 
more reasonable and just rates, and 
asks reparation in such sum as the 
Commission may consider complain- 
ant entitled to. 

International Creosoting & Construc- 
tion Co. vs, N. O. Tex. & Mex. et al. 
(3916). 

Complainant alleges that during 
the months of November and De- 
cember, 1909, it shipped seven cars 
of pine railroad ties from DeQuincy, 
LeBlane and Reeves, La., to Texas 
City, Tex., shipments being stopped 
at Beaumont, Tex., for treatment 
Complainant alleges that the rates 
charged by defendants were exces 
sive, unreasonable and unjust, and 
prays that after due hearing and in- 
vestigation defendants may be made 
to answer such charges, to cease and 
desist from said violations, to put 
in force more reasonable and just 
rates, and asks reparation in the 
sum of $319.16. 

Little Rock Cotton Oil Mills vs. St. 
L. I. M. & S. (3936). 

Complainant alleges that on Nov. 
21, 1910, it shipped one car of 
cottonseed from Neeleyville, Mo., 
to Little Rock, Ark. Complainant 
alleges that the rates charged by 
defendant were excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendant may be made to answer 
such charges, to cease and desist 
from said violations, to put in force 
more reasonable and just rates, 
and for such further orders as 
Commission may consider com- 
plainant entitled to. 

Marion Coal Co., The, vs. D. L. & 
w., C. H..R, of N. -d., Dh & H, 
N. Y¥. N. H. & H. and various 
other roads (3931). 


Complainant alleges that the rates 


charged. by defendants for the 
transportation of coal from. its 
plant in the borough of Taylor, 
Pa., to points on defendants’ lines 
are excessive, unreasonable and un- 
just. Complainant alleges that the 


D. L. & W., one. of the defendants, 
has imposed a switching charge of 
30 cents per ton, in addition to 
the rate, which charge defendant 
carriers refused to absorb in the 
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through joint rate to destinations 
on their several lines. Complain- 
ant alleges that said charge is un- 
reasonable and unjust, and dis- 
criminates in favor of other per-— 
sons engaged in the same line of 
business. Complainant prays that 
after due hearing and investiga- 
tion defendants may be made to 
answer such charges, to cease and 
desist from said violation, to. put 
in force through rates and joint 
routes from plant of complainant, 
that switching charge be absorbed 
in the through joint rate, and to 
cease and desist from giving an 
undue advantage to persons en- 
gaged in the same line of busi- 
ness on defendants’ lines, and for 
such further order as the Commis- 
sion may consider complainant en- 
titled to. 

McLean Lumber Co., The, vs. L. & N., 
P.R. R. and P, & R. (3919). 

Complainant alleges that on Aug. 

5, 1909, it shipped a carload of harda- 
wood lumber from North Birming- 
ham, Ala. to Philadelphia, Pa., 
charges assessed and collected be- 
ing $221.05, at a rate of 42%4c per 
100 Ibs. Complainant alleges that 
on July 30, 1909, it shipped a car- 
load of hardwood lumber from North 
Birmingham, Ala., to New Bruns- 
wick, N. J., total charges assessed 
and collected being $227.76, at a 
rate of 39c per 100 lbs. Complain- 
ant alleges that the rates charged 
by defendants were excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investiga- 
tion, defendants may be made to 
answer such charges, to cease and 
desist from said violations, to put 
in force more reasonable and just 
rates, and asks reparation in the 
sum of $147.69. 


Neosho Milling Co., The, vs. K, C. 
Sou. (3924). 

Complainant alleges that on Dec. 
24, 1910, it shipped one carload of 
flour and feed from Neosho, Mo., 
to Rodessa, La., total charges :as- 
sessed and collected being $119.85. 

Complainant alleges that the 
rate charged by defendant was 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendant may 
be made to answer such charges, 
to cease and desist from said vio 
lation, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $6.31. 

Ohio Valley Tie Co., The, vs. L. H. & 
St. L. (3913). 

Complainant alleges that during 
the period from March, 1909, until 
August, 29, 1910, it shipped sixteer 
carloads of cross-ties, from points on 


defendant’s lines to Cleveland, O., 
and Erie, Pa. Complainant alleges 
that the rates charged by defendant. 
were excessive, umreasonable and 
unjust, and prays that after due 
hearing and investigation, defendant 
may be made to answer such 
charges, to cease and desist from 
said violations, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $132.08. 


Overocker, Wm. J., vs. LL S. & M. 
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S., and N. Y. C. & H. R. (3923). 

Complainant alleges that on May 
25, 1910, he shipped from Ray, 
Ind, 93 bales of hay, to New York, 
N. Y. 


Complainant alleges that, owing 
to the negligence of defendants, 
said shipment was not delivered 
until July 24, 1910. 

Complainant alleges that defend- 
ants assessed a storage charge 
of $31, which charge is excessive, 
unreasonable and unjust, and prays 
that after due hearing and inves- 
tigation defendants may be made 
to answer such charges, to cease 
and desist from said violation, to 
put in force more reasonable and 
just rates, and asks reparation in 
the sum of $31. 


Railroad - Commission of Louisiana, 


The, vs. St. L. S. W. Ry. et al. (3918). 

Complainant alleges that manu- 
facturers at Shreveport, La., en- 
gaged in the business of shippins 
various commodities from said city 
of Shreveport to Texas points, also 
consignees of various articles of 
trade from Texas points at Shreve- 
port, La., are put to a great disad- 
vantage by the present rates of de- 
fendants. Complainant alleges that 
the present rates are unjust and 
discriminatory, and in some in- 
stances are absolutely prohibitive of 
any commerce between Shreveport, 
La., and points in Texas. Complain- 
ant prays that after due hearing and 
investigation, defendants may be 
made to answer such charges, to 
cease and desist from said viola- 
tions, to put in force more reason- 
able and just rates, and for such 
further orders as the Commission 
may consider complainant entitled 
to. 


United States of America, The, vs. P. 


R. R. et al. (3921). 


Complainant alleges that the de- 
fendants maintain a passenger rate 
of $18.60 from Brooklyn, N. Y., to 
Morristown, Tenn., a rate of $19.65 
from New York, N. Y., to Knoxville, 
Tenn., and a rate of $20.15 from 
Philadelphia, Pa., to Chattanooga, 
Tenn. Complainant alleges that 
rates are excessive, unreasonable 
and unjust, and prays that after due 
hearing and investigation, defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $3.20. 

Weld, Steven M., & Co., vs. Ocean 
8S. S. Co., A. C. L., Wrightsville & 


Tennille, Cent. of Ga., and S. A. L. 
(3929). 


Complainant alleges that be 
tween the dates of Nov. 15, 1910, 
and Jan. 15, 1911, it paid to de 
fendants for lighterage on various 
lots of cotton at New York Har- 
bor points, charges which it be 
lieves to be excessive, unreason- 
able and unjust. Complainant prays 
that after due hearing and inves- 
tigation defendants be made to al- 
swer suck charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $133.01. 
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LET US HAVE A PROPER ALIGNMENT 


BY J. C. FORESTER, 
Secretary, Fort Scott (Kan.) Industrial Association. 





“The Conflict,” in your issue of February 11, to the 
mind of the writer, presents for serious consideration 
the very foundation on which all rate regulation or 
adjustment should rest. 

Until there shall be fixed a relationship between 
rates charged on various commodities, and between va- 
rious communities, which will commend itself to the 
judgment of a substantial majority of the conservative 
men of our day, we will continue to have a more or less 
chaotic condition in rate adjustment, with constant strife 
between individuals, communities and the carriers. 

That an improper relationship, or no relationship, 
exists between rates charged on commodities, and be- 
tween communities, most traffic men will admit; to deny 
it would be futile—casual inspection. of tariffs, as they 
stand today, presents indisputable proof. 

To say if this lack of proper relationship exists, it 
should be corrected, simply states an academic propo- 
sition which brings us no nearer a practical solution of 
the problem. 

The writer has spent many years in traffic work, has 
come into close contact with hundreds of traffic men, 
and has never met one who was not striving, against 
great difficulties, to perfect a rate adjustment which 
would be fair alike to the individual, the community and 
the carrier, nor has he ever known a case where capi- 
talization has been used as an argument for an advanced 
or against a reduced rate. 

What condition brings about this lack of relation- 
ship? It is doubtless due to many causes. Rate making 
is an evolution rather than a science; it has not been a 
question of what traffic would bear, but what the carrier 
could get, with inevitable inequalities in rates between 
commodities and communities, reflecting the vigor and 
persistency with which individuals or communities have 
pressed their claims. 

The fact that rates of competing carriers must be 
the same to common destinations or territories adds an- 
other complication, as, owing to lack of a recognized 
basis, rates to different territories either reflect the ideas 
of the dominating individual in that particular territory, 
or a compromise, which is never entirely satisfactory. 

In view of the fact that every claim for readjust- 
ment of rates put forward contemplates a reduction, the 
traffic man, in his endeavor to secure fair compensation 
for the service rendered in the aggregate, makes few 
voluntary reductions, and even were he so disposed, the 
tremendous constant pressure for reductions in individ- 
ual cases makes any attempt at establishing a defensible 
adjustment of rates, as between commodities or com- 
munities, impossible. 

The lack of a recognized relationship between com- 
Modities is illustrated thus: Class rates, New York to 
Mississippi River crossings, are: 


1 2 3 4 5 

87 15 58 41 35 
Percentage of first class rate: 
2 3 4 5 


-_—__—— a ee ny _ ee 
86 per cent 66% per cent 47 per cent 40 per cent 
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Class rates, New York to Buffalo, are: 


1 2 3 4 5 
39 33 28 19 16 
Percentage of first class rate: 
2 3 4 5 


85 per cent 72 per cent 49 per cent 41 per cent 


Class rates, Mississippi River to Missouri River, are: 


1 2 3 4 5 
60 45 35 27 22 
Percentage of first class rate: 
2 3 “ 5 
75 per cent 58 per cent 45 per cent 37 per cent 
Class rates, Chicago to Missouri River, are: 
1 2 3 4 5 
80 65 45 32 27 


Percentage of first class rate: 
2 3 . 5 


81 per cent 


56 per cent 40 per cent 34 per cent 


Class rates fixed by the Interstate Commerce Com- 
mission in the Kindle Case, Opinion 853, Chicago to 
Denver, are: 


1 2 3 4 5 


180 145 110 85 67 


Percentage of first class rate: 
2 3 4 5 


81 per cent 61 per cent 47 per cent 37 per cent 


St. Louis to Denver: 
1 2 3 a 5 


162 127 101 80% 63 


Percentage of first class rate: 
2 3 4 5 


78 per cent 








62 per cert 50 per cent 39 per cent 


Class rate fixed by the Interstate Commerce Com- 


mission in Burnham-Hanna-Munger Case, Opinion 680, 
St, Louis to Missouri River cities, are: 


1 2 3 4 5 
51 38 30 23 19 
Percentage of first class rates: 
2 3 4 5 


60 per cent 








74% per cent 45 per cent 37 per cent 


Here are presented three instances of rates estab- 
lished by three different bodies of men, in’ which there 
is no established relationship between commodities, and 
in the case of rates fixed by the Interstate Commerce 
Commission the disparity is greater than in the rates 
fixed by the carrier, notwithstanding the fact that the 
Commission approached the problem in an unbiased 
frame of mind. : 

These are but a few instances showing rates between 
important points where the density of traffic would nat- 
urally result in rates being fixed with maximum care, 
and it is believed thousands of cases exist where greater 
disparity occurs. 

Greater inequality doubtless exists in the rates be- 
tween communities, but it is not so easily made appa- 
rent for the reason that the’ proper relationship of rates 
between communities is purely a matter of opinion, and 
interested parties seldom discuss. the question from an 
unprejudiced standpoint. 
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The transportation business seems to be drifting into 
an impossible condition. The carriers apparently hon- 
estly believe they must have increased rates; in an 
effort to make this belief effective they published many 
tariffs carrying advances; these tariffs were suspended 
by the Commission pending an investigation, with the 
result that rate adjustment to meet the necessities of 
constantly changing conditions have been held up for 
months, because every such adjustment contemplates a 
reduction, and naturally the traffic man hesitates to es- 
tablish a voluntary reduction in specific instances while 
his request for authority to make a general advance is 
under consideration. 

It is, however, so much easier to point out an evil 
than suggest a remedy that the man who would be really 
helpful should make suggestions with a full realization 
of the magnitude of the task, and that the only All Wise 
Being is not engaged in fixing transportation charges. 

It has occurred to the writer, if a commission were 
created consisting of a representative of the Trunk 
Line, Central Traffic, Southeastern Freight, Western 
Trunk Line and Trans-Missouri Associations, the South- 
western Tariff Committee and the National Industrial 
Traffic League, to serve continuously, conduct investiga- 
tions and consider arguments, either oral or written, for 
the sole purpose of establishing a substantially uniform 
relationship of rates as between commodities and com- 
munities, but not to make rates, they might be able to 
find a way. 


REOPENS TEXTILE RATE CASE. 


Columbia, S. C., March 17.—The state railroad com- 
mission has reopened the textile rate case, the order 
in which was printed in THe Trarric Wortp for Jan- 
uary 21, 1911, page 137 and has directed that the rates 
named in said order be suspended. The new hearings 
will open April 5. Petition for such action was made 
by the railroads early this month. The principal ground 
for the plea was the fact that one of the members of 
the commission had died while the original hearings 
were in progress. 


Orders Re-establishment of Agency 


Columbus, O., March 17.—The state railroad com- 
mission has ordered the Cincinnati, Hamilton & Dayton 
Railway to re-establish an agency and maintain an agent 
at its station at Woods, Butler County, and to provide 
adequate facilities for the handling of freight and pas- 
sengers at that point. The order was the result of a 
complaint entered by W. H. Stephenson et al. against 
the railway company. 

From the evidence it appeared that the discon- 
tinuance of service at that station forced a large amount 
of freight into the Peoria station of the Chicago, Cin- 
cinnati & Louisville Railway; that failure to have an 
agency at Woods. put shippers to considerable incon- 
venience and annoyance and, further, that the revenues 
of the Woods agency prior to January 1, 1911, have 
been such as to justify its continued maintenance. 
Annual earnings for the year 1910 were in excess of 
$3,000, and it appeared that the station facilities can 
be provided at a small expense. 

“Tt is an undue hardship,” declares the commis- 
sion, “to require a shipper to go five miles to have a 
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bill of lading signed after loading his shipment, ang 
the evidence shows good reasons why Woods station 
affords great advantages to a considerable population, 
as compared with Oxford or McGonigles, on the C. H, 
& D. (to one of which shippers were forced to go ta 
obtain bills of lading after loading at Woods), or 
Peoria.” 


Rules on Hay in Transit 


Austin, Tex., March 17.—An order has been issued 
by the state railroad commission requiring that the 
identity of different classes of hay moving under transit 
rules be preserved on outbound shipment from the 
transit points. 

The order, which became effective last Friday, reads 
as follows: 

“Hay rates will apply on the following: Class 1, 
alfalfa hay; class 2, Johnson grass hay; class 3, millet 
hay; class 4, prairie hay, to include prairie, Bermuda, 
crab, mesquite and other wild grass; class 5, sorghum 
hay, to include cane, milo maize, Kaffir corn hay and 
cornstalks; class 6, straw, to include rice, wheat, oats, 
millet and barley straw; class 7, vine hay, to include 
peanut, pea and bean hay; class 8, cornhusks. 

“In the application of transit rules on hay the iden- 
tity as to class must in all cases be preserved through 
transit point. Expense bills surrendered must in all 
cases be for the same class as the outshipment from 
the transit point, and must (except expense bills dated 
prior to March 6, 1911) in order to be available for 
refund, specify the kind of hay it covers; that is, 
instead of reading ‘hay,’ must read ‘alfalfa hay,’ ‘Johnson 
grass hay,’ etc., as the case may be. Only expense bills 
made out originally in the name of the consignor of 
the outshipment will be accepted for refund. No trans- 
fers at transit point will be allowed.” 


APPEAL TWO-CENT FARE DECISIONS. 


Jefferson City, Mo., March 17.—Appeals have been 
filed in the two-cent passenger rate cases by Gage, 
Ladd & Small, on behalf of the attorney-general of the 
state, with the United States Supreme Court. Origi- 
nally but one case was taken to the high court, that 
of the Burlington, but action on the remaining seven- 
teen decided by Judge McPherson in 1909 was neces- 
sary in order to save the running of the statute of 
limitations. 


POSTPONES EXPRESS HEARINGS. 

St. Paul, Minn., March 17.—The state railroad and 
warehouse commission has issued notices postponing 
from March 29 to April 5 the hearing in the general 
investigation into the reasonablness of intrastate ex 
press charges, and from March 28 to April 4 the inquiry 
in the proposed extension of free express delivery limits 
in the city of Minneapolis. 


WANTS ROADS TO ABSORB DRAYAGE. 
Jefferson City, Mo., March 17.—A bill has beet 
introduced in the state legislature by Representative 
Simmons of Shelby County requiring that railroads 
absorb all switching and drayage charges on freight 
delivered in all cities in this state, thus effecting store 
door delivery without additional expense to the shipper: 
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NEWSPAPER COMMENT 





On Railway and Other Questions of National and Local Interest. 





in these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with It neither the approval or disapproval of the opinions therein expressed.—The Traffic Service Bureau. 





The Commercial and Financial Chronicle of New 
York is greatly discouraged by the Interstate Commerce 
Commission’s rulings in the rate controversy. The most 
dispiriting thing about the decision, in the Chronicle’s 
opinion, “is that it takes away hope, the mainspring of 
existence.” After setting forth its own interpretation 
of the judicial opinion to support its despondent con- 
clusion, the financial journal exclaims: 


“How wrong all this appears, how unfair, how un- 
just! The worst of it is that, so permeated with rad- 
icalism is the Commission, as recently reorganized, that 
out of the seven members on the board not a single 
one had the spirit of equity, the sense of decency, to 
stand out against such harsh treatment of the carrying 
interest, the largest single industry in the country.” 


Here is set forth, we think, the extreme view of 
the ultra-conservative element. We have seen, in the 
railway journals themselves, frankly devoted to the 
railway interest, no comment upon the recent decision 
so bitter, or so intemperate. In the event that the 
ruling had favored the carriers and rejected the ship- 
pers’ arguments the most radical and least responsible 
of the anti-corporation press could hardly have deliv- 
ered a more violent attack upon the Commission. . Yet 
the Chronicle, we dare say, would have been among 
the first to denounce criticism of that temper and 
spirit, coming from radical sources. 


In the general opinion the unanimity of the Com- 
mission’s decision was specially noteworthy and praise- 
worthy. The fact that all of the members, after care- 
ful study of the evidence, the argument and the facts, 
reached a complete agreement in their findings, not 
only impressed the country at large, but it made a huge 
impression upon the railway captains themselves, as 
is attested by their hesitancy in determining whether 
an appeal would be worth while. If the ruling had 
been supported by a bare majority only, the Chronicle’s 
Suggestions about radicalism might have led timid  citi- 
zens to a fear lest the charges might have color of 
justification. As the matter stands, however, the attack 
will carry no more weight among thinking people than 
would similar abuse of the Commissioners by the bit- 
terest and shallowest “demagogue” had their ruling 
been the other way about. The very violence and ex- 
travagance of the Chronicle’s criticism defeats its pur- 
pose. There remains only regret that a financial journal 
of its standing should fall upon the vice of intemperate 
Speech which it cannot abide in the demagogue or 


the “ultra-radical” press—New Orleans (La.) Times- 
Democrat. 


x * * 
Following the refusal of the Interstate Commerce 
Commission to consider the requests of the eastern 
railroad presidents, who desired an amendment of the 


Commission’s decision continuing the case, as it were, 
through a suspension of the advanced rate schedules 
instead of compelling the companies to cancel them, 
a decision has been reached whéreby the eastern car- 
riers will comply with the Commission’s ruling. This 
ends the case for the carriers, as a whole, and places 
upon them the obligation of beginning de novo any 
future proceeding for an advance in rates. Such a 
course ‘may be resorted to—doubtless will—if the car- 
riers discover that conditions throughout the remainder 
of this year warrant such action by them. 

The Commission, it will be recalled, emphasized 
the necessity of preserving railroad credit, and in so 
expressing itself intimated that its recent decision was 
in no sense a supersedeas, but that, on the contrary, 
the door to the Commission was always open to the 
carriers for a hearing on the question of rate advances. 
Provided additional and sufficient cause can be shown, 
the Commission will not deny the carriers relief. The 
recent decision dealt entirely with an existing situa- 
tion. That was found at all points to be favorable to 
the carriers and to contain neither ground nor argument 
for the advances sought. 

We are pleased with this outcome, and had antici- 
pated it. There was nothing in the points raised by 
the eastern railroads which could work a reversal of 
the Commission’s ruling. Now that the carriers at 
large will abide by the decision, it is quite conceivable 
that, thrown on their own resources, they will set to 
work to make their properties more effective and 
serviceable. A little introspection by them should do 
wonders in the way of economy and efficiency.—New 
York Financial America. 

* tol * 

The action begun by the railroad commission of 
Louisiana in appealing to the Interstate Commerce 
Commission to have interstate rates between points 
in that state and points in Texas equalized with Texas 
intrastate rates must serve to emphasize one of the 
difficulties inevitable when rate-making is subjected to 
for Louisiana towns close to the border to do any 
niable that the rates which the Texas commission has 
made are so low as to render it well-nigh impossible 
for Louisiana towns close to the border to do much 
business in Texas towns that are much nearer to 
them than they are to Texas jobbing centers. If the 
intrastate rates are fair, the interstate rates are highly 
excessive; and if the interstate rates are fair, the Texas 
intrastate rates are far too low. Yet the inequality, 
whichever way it is, is almost if not quite impossible 
of correction so long as two independent tribunals 
have jurisdiction of the two phases of the matter. It 
was manifestly the purpose of the Texas commission, 


in making the rates in question, to give Texas interests 
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an advantage over Louisiana interests in seeking Texas 
trade, and nine men in.ten'may say, of course, that 
in doing that the Texas commission displayed highly 
patriotic motives. Yet if, in doing that, it made the 
rates lower than they ‘ought to be, the matter can be 
corrected only by reducing the interstate rates lower 
than they ought to be, or of compelling the Texas. roads, 
through the instrumentality of the courts, to attack 
the rates made by the Texas commission. The method 
of relief is a clumsy, costly and tedious one at best.— 
Dallas (Tex.) News. 


SEVENTY-EIGHT PER CENT ON TIME. 

Albany, N. ¥., March 17.—The record of passenger 
train performances on the steam railroads of the state 
for January shows that out of 62,700 trains run 78 per 
cent were on time at the division terminal. The av- 
erage delay for each late train was 26.9 minutes, and 
the average delay for each train run was 5.8 minutes. 
The principal causes of delay were: Waiting for trains 
on other divisions, 35.1 per cent; waiting for train 
connections with other railroads, 15.5; trains ahead, 
9.4; meeting and passing trains, 6.1; engine failures, 
5.6, and wrecks, 5.2 per cent. 


AVERAGE DELAY DECREASES. 

Virginia, Minn., March 17—The February report of 
the Missabe Range Demurrage Bureau shows that 6,511 
cars were tracked during the month, with an average 
detention of 1.17 days per car. For the month previous 
detention was made of 5,454 cars and the average was 
1.23 days per car. 


WANTS LOWER RATE ON FERTILIZER. 
Baton Rouge, La., March 17.—Complaint has been 
filed with the state railroad commission by P. R. Her- 
reford, asking for a reduction in the rate on barnyard 
fertilizer from New Orleans to Texas & Pacific points. 


Plead Guilty to Rebate Charge 


Buffalo, N. Y., March 17.—Pleas of guilty to the 
charge of granting illegal concessions on shipments of 
oil from Olean, N. Y., to Vermont points were entered 
in the United States District Court Wednesday by the 
New York Central and Pennsylvania railroads. Fines 
of $35,000 and $20,000, respectively, were imposed by 
Judge Hazel. 

United States District Attorney O’Brian appeared 
in court with four indictments against the Pennsyl- 
vania, four against the New York Central and two 
against the New York Central and Pennsylvania jointly. 
They alleged that the railroads granted rebates to the 
Vacuum Oil Company, said to be a subsidiary of the 
Standard Oil Company. Several hundred counts were 
included in the indictments, the penalty prescribed by 
law being fines of $1,000 to $20,000 for each count. 

The New York Central entered a plea-—of guilty 
to 35 counts and the Pennsylvania pleaded guilty to 
20° counts. Attorney O’Brian said the government had 
decided to accept these pleas and would ask for an 
order quashing the other indictments, which he did 
before court adjourned. 

The oil company had already been convicted in 
the same court of accepting the rebates involved in 
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the railroad, suits. It was fined $20,000. It carried the 
case to the Supreme Court and was défeated. 


Attacks Switch Order 





Indianapolis, Ind., March 17.—The constitutionality 
of the law under which the state railroad commission 
orders. a railroad company to construct switch tracks 
has been attacked in the Marion Superior Court, 
Room 1, by the Cleveland, Cincinnati, Chicago & St. 
Louis Railway. Suit has been filed against the com- 
mission and John V. Bowers’ who had a feed store 
and mill at Eagle Creek and Washington Street. 

The prayer is that the commission be prevented 
from enforcing an order that the plaintiff build a 
switch to Bowers’ feed mill. The railroad company al- 
leges that the switch cannot be built safely on account 
of its through fast trains; that it is not necessary; 
that to make it build the switch will be taking its 
property without compensation and due process of law; 
that the order describing the switch is uncertain and 
indefinite and that the law is unconstitutional. 

This is the second suit pending, involving the 
switch. December 10 the railroad filed a case against 
the same defendants asking that the order that it 
build the switch be set aside. Since then the commis- 
sion granted a rehearing because the first order was 
defective. The suit now filed is on the last order. 


Approves New York Central Issue 


Albany, N. Y., March 17.—The public service com- 
mission, second district, has authorized the New York 
Central & Hudson River Railroad Company to issue and 
sell its three-year notes to the amount of $30,000,000. 
It is provided that the notes shall be sold at such 
price and interest rate as shall give to the company 
the equivalent of par on a 5 per cent interest basis. 

The commission has also ordered that its authori- 
zation dated July 8, 1909, as to the sale of its 50-year 
4 per cent bonds of the Geneva, Corning & Southern 
Railroad to the amount of $3,744,000 be modified, at 
the request of the company, so that the order will 
authorize a sale of only $600,000 of these bonds; also 
that its order made April 20, 1908, authorizing a sale 
of its 30-year 4 per cent gold debentures of 1904 to 
the amount of $20,000,000 be modified, at the reqeust 
of the company, so as to authorize the sale of only 
$18,000,000. 

The proceeds to be derived from the issue and 
sale of the notes authorized are to be used to reimburse 
the treasury of the New York Central & Hudson River 
Railroad Company for expenditures made for acquisi- 
tion of property not covered by the $44,658,000 of capital 
stock authorized in November, 1909, or previous issues 
of securities and to provide the funds with which to 
make the proposed expenditures covered by the minimum 
budget for 1911 of $25,988,032.48. 


WANTS LOWER RATES ON STONE. 
Indianapolis, Ind., March 17.—William O’Keefe, con- 
tractor of Plymouth, having a stone contract at Notre 
Dame University, has filed two petitions with the rail 
road commission, asking that the commission regulate 
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freight charges on the Lake Shore & Michigan Central 
and the New York Central railroads. It is alleged that 
the Lake Shore line charges 90 cents a ton for hauling 
crushed stone from South Bend to a siding, a distance 
of two and one-half miles, while for the same haul 
the New York Central charges 40 cents a ton. Both 
roads also add a switching charge of $5 a car. The 
petitioner relates that the same stone is hauled from 
Kankakee, Ill, a distance of 105 miles, for 65 cents 
a ton. He asks the commission to limit the charge 
of both roads to $5 for switching. He alleges that the 
siding on which his cars set is within the switching 
radius of South Bend. 


Craffic World Changes 


E. L. Whitney has been appointed general agent of 
the Louisiana Railway & Navigation Company, with 
headquarters at Dallas, Tex., vice C. F. Smith, who is 
transferred to the commercial agency at Oklahoma City, 
Okla. The office of traveling freight agent at the last- 
named point has been abolished. 

With opening of the new commercial agency of the 
Frisco Lines at Indianapolis, Ind., came the following: 
changes: Isaac Benson, formerly soliciting freight agent for 
the Rock Island-Frisco Lines at Louisville, later traveling 
freight agent for the Frisco out of Cincinnati, was made com- 
mercial agent at Indianapolis. J. J. Gartner, formerly district 
passenger agent of the Northern Pacific at Cincinnati, 
became traveling freight agent out of Indianapolis for the 
Frisco Lines. Louis B. Williams, formerly soliciting freight 
agent for the Frisco Lines at Cincinnati, succeeded Mr. 
Benson. Robert McDowell succeded Louis B. Williams as 
contracting freight agent, and W. O. Lewis, formerly with 
the B. & O. S. W. at Cincinnati, succeeded Mr. McDowell 
as chief clerk and contracting freight agent to C. S. Hall, 
commercial agent of the Frisco Lines at Cincinnati. 

Harry P. Blum has joined the Kentucky Lumber 
Company at Cincinnati as traffic manager. 

J. Prince Webster has been appointed rate expert of 
the Georgia railroad commission, vice George P. Mont- 
gomery, resigned to engage in other business. Mr. 
Prince has been the rate clerk in the commission’s office 
for the last two years. 

R. A. Chadwick has been appointed general freight 
and passenger agent of the Tennessee Central Railroad, 
with headquarters at Nashville, Tenn., vice Theodore 
A. Rousseau, resigned to engage in other business. The 
office of assistant general freight agent has ben abolished. 

George E. Dennis has been appointed traveling 
freight and passenger agent of the Chicago & Duluth 
Transportation Company, with headquarters at Chicago, 
Ill. 

As a result of the retirement of Charles E. Pugh, 
first vice-president of the Pennsylvania Railroad Com- 
pany, under the rules of that company, Samuel Rea has 
been promoted from second to first vice-president; J. B. 
Thayer, Henry Tatnall and W. W. Atterbury also ad- 
vance a notch, and W. H. Myers, general manager, 
succeeds Mr. Atterbury as fifth vice-president. 

Thomas Boylan, chief clerk in the office of the 
Ohio-lowa railroad commission, has resigned. 

Governor Baldwin of Connecticut has named T. B. 
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Ford to fill the unexpired term of. the late W. O. Sey- 
mour and J. H. Hale to succeed E. J. Doolittle as 
railroad commissioners. Commissioner Higgins has been 
reappointed. 

H. H. Kamp has. been appointed traveling freight 
solicitor of the Panhandle Route, with office at Rich- 
mond, Ind., vice W. H. Phillips, promoted. 

H. W. Watson has been appointed traveling frefght 
agent of the Georgia, Southern & Florida Railway Com- 
pany, with headquarters at’ Cordele, Ga. vice J. L. 
Lashley, transferred. 

Announcement has been made of the appointment 
of H. K. Deale as commercial agent of the Georgia 
Southern & Florida Railway Company, with headquarters 
at Atlanta, Ga., vice W. H. Oliver, resigned. 

Harry G. Biliott has been appointed general pas- 
senger agent of the Grand Trunk Railway System, with 
office at Montreal, vice George A. Vaux, resigned. J. 
McDonald succeeds Mr. Elliott as assistant general 
passenger agent at Chicago. Mr. McDonald represented 
his company for many years at Buffalo, and for the 
past eight years has held the office of district pas- 
senger agent at Toronto. 

Frank Waterhouse & Co., Ltd. steamship owners 
and agents, operating the Bank Line, Limited, and the 
Australian Mail Line, have opened branch offices at 
Chicago, and New York, to take care of increased ex- 
port business to China, Japan, Australia, New Zealand 
and the Philippines. The Chicago office is in charge 
of Alfred Schofield; the New York, F. A. Bradley. 

J. W. Piatt has been appointed traveliing freight agent 
of the Cincinnati, New Orleans & Texas Pacific Railway 
Company, with headquarters at Cincinnati, O., vice R. 
Hamilton, transferred. 

M. G. Buffington has been appointed division freight 
agent of the St. Louis & San Francisco Railroad Com- 
pany, with headquarters at Tulsa, Okla., vice W. L. 
Coleman, resigned to engage in other business. 

G. L. Albert has been appointed secretary of the 
Southern Demurrage & Storage Bureau, New Orleans, 
La., vice R. L. Jones, resigned to accept service with 
the Missouri Pacific Railway. 

Daniel C. Fisk, Jr., has been appointed contracting 
freight agent of the Union Pacific, Oregon Short Line 
and Oregon-Washington’ Railroad & Navigation com- 
panies, with headquarters at New York, N. Y., vice 
Fred A. Bradley, resigned. Roger B. Hollinger has 
been named to succeed Mr. Fisk as traveling freight 
agent, with headquarters at Philadelphia, Pa., while 
Howard E. Ohl succeeds Mr. Hollinger as soliciting 
agent of the same lines at Philadelphia. 

F. J. Balch has been appointed general passenger 
agent of the New York & Ottawa and Ottawa & New 
York railways, vice Harry K. Gays, resigned. 


COMPARATIVE DETENTION SHOWS NO CHANGE. 


San Francisco, Cal.,, March 17.—January reports of 
the Pacific Car Demurrage Bureau show practically no 
change in the comparative detentions on state and 
interstate traffic. Of the cars subject to the $6 rate, 1.07 
per cent were held beyond the free time allowance, 
against 5.25 per cent of the interstate cars subject to 
a $1 rate, as reported by California agencies, and 6.09 
per cent in other territory. The average delay to $6 
cars was 1.87 days per car; to. $1 cars within the state, 
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3.53, and in territory outside of California, 3.42 days. 
During the month 112,484 cars were’ reported to the 
bureau, of which 4,547 were detained beyond the free 
time allowance. For January, 1910, the figures were 
113,902 cars reported and 4,130 detained. 


Springfield Organizes New Bureau 

Springfield, O., March 17.—Springfield commercial in- 
terests have organized a new bureau to promote and 
protect the shippers and receivers of the city. The 
new organization replaces the Springfield Shippers’ As- 
sociation, which disbanded the same evening the Spring- 
field Traffic Bureau was born. 

George L. Cory, for twelve years traffic manager 
for the James Leffel Company of this city, has been 
appointed secretary and manager of the new bureau. 
The other officers and directors are: W. S. Thomas, 
president, Thomas Manufacturing Company, president; 
John J. Hoppes, president ,Hoppes Manufacturing Com- 
pany, vice-president; Harry C. Downey, president, W. C. 
Downey Company, treasurer; Charles L. Bauer, president, 
Bauer Brothers Company; W. H. Rayner, president, Mast, 
Foos & Co.; E. B. Hopkins, vice-president, Steele, 
Hopkins & Meredith Company, and Henry C. Wiseman, 
president Springfield Hardware Company. 


AVERAGE DETENTION OVER TWO DAYS. 

New Orleans, La., March 17.—The monthly report 
of the Southern Demurrage & Storage Bureau for Jan- 
uary shows that the average detention of cars beyond 
the free time was 2.03 days per car, against 1.86 for 
the same month last year and 2.10 for December, 1910. 
The total number of cars reported was 63,222, of which 
4,998 were detained until demurrage began to accrue. 
For January, 1910, 59,653 cars were reported and car 
service charges were assessed against 3,997. Of the 
2,709 cars of export traffic handled in January, New 
Orleans is credited with all but three. 


HANDLES OVER 20,000 CARS. 

Memphis, Tenn., March 17.—The January report of 
the Memphis Demurrage & Storage Bureau shows that 
21,134 cars were handled, 1,417 of which were detained 
beyond the free time limit, with an average detention 
of 2.26 days per car. Totals for the same month last 
year showed 17,772 cars reported, 1,163 detained and 
an average detention of 2.10 days per car. 

RAILROAD COMMISSION ANNOUNCES’ HEARINGS. 

Austin, Tex., March 17.—The railroad commission 
has issued notice that it will consider the application 
for a readjustment of rates on fire clay tiling in L. C. L. 
lots between points in Texas on April 14. It is pro- 
posed to make the rate subject to the rate prescribed 
for earthenware packed. The commission has also con- 
tinued to April 11, 1911, applications set for March 14. 


WOULD REORGANIZE COMMISSIONS. 
Albany, N. Y., March 17.—A bill to reorganize the 
two state public service: commissions and reduce their 
operating expenses has been introduced in the state 
legislature by Senator Grady. The measure cuts the 
number of commissioners in each district from five to 


three, and limits the expenses of the commission in - 
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the first district to $650,000 a year and in the second 
district to $160,000 a year. The salaries of the com- 
missioners are cut from $15,000 to $10,000, the salary 
of counsel from $10,000 to $8,000, and the salary of 
the secretary from $6,000 to $5,000. The bill provides 
that one of the commissioners in each district shall 
be a Republican. 


FEBRUARY FARM PRODUCTS EXPORTS INCREASE. 

Washington, D. C., March 17.—February exports of 
farm products show a marked increase when compared 
with figures for the same month last year, according 
to reports of the Bureau of Statistics, Department of 
Commerce and Labor, The gains were particularly 
noticeable in shipments of corn, wheat, flour and other 
breadstuffs, and meat and dairy products. Cattle, hogs 
and sheep alone showed a decline. 


TO HEAR SAN JOAQUIN CASE NEXT WEEK. 
Sacramento, Cal., March 17.—Announcement has been 
made that the state railroad commission will Wear the 
petition of the Merchants’ Exchange Traffic Bureau of 
San Francisco for a reduction in rates from that city 
to the San Joaquin Valley on March 21. The hearing 
will be held in San Francisco. 


WILL DISCUSS RATES ON COFFINS. 
Austin, Tex., March 17.—The state railroad com- 
mission has announced that it will hold a _ hearing 
April 11 to consider the application for a readjustment 

of rates on common wood coffins and caskets. 


FURTHER AMEND RAILROAD ACT. 

Sacramento, Cal., March 17.—Further strengthening 
of the new railroad commission law has been .given 
by the passage of the constitutional amendment pro- 
posed by Assemblyman Sutherland. This amendment 
provides that no company shall raise its charges except 
on a showing before the commission that the increase 
is justifiable, and the decision of the commission 
thereon shall not be subject to court review save on 
the question of confiscation. Discrimination is forbidden 
and regulation as to long and short haul charges pro- 
vided for. 


WOULD ENFORCE COMMISSION’S ORDER. 

Harrisburg, Pa., March 17.—Attorney-General John 
C. Bell has secured a writ of alternative mandamus 
against the Baltimore & Ohio Railroad Company requir- 
ing it to show cause in the Dauphin County Court on 
March 28 why it should not obey a recommendation 
of the state railroad commission and reduce its rates 
in the vicinity of Connellsville. The action is the first 
to be brought for enforcement of a recommendation of 
the commission. 


TO HEAR TRACK CONNECTION CASES. 

St. Paul, Minn., March 17.—The. state railroad and 
warehouse commission has announced that it will hear 
the complaints of the Fairmount Drain Tile & Brick 
Company as to track connections between roads at 
Sherburn and Fairmount next week. The complaint in 
the matter of connections between the St. Paul, North- 
western and Omaha railways at Fairmount will be 
heard at the Bullard Hotel in that place Friday after 
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noon, March 24. That involving connections between 
the St. Paul and Minneapolis & St. Louis railways will 
pe held at the Harbor Hotel, Sherburn, the next morning. 


WISCONSIN BOARD CUTS COAL RATES. 

Madison, Wis., March 17.—As the result of compalint 
prought by pulp and paper manufacturers of the Fox 
River Valley, the state railroad commission has ordered 
the Northwestern, St. Paul, Wisconsin Central and Green 
Bay lines to reduce the rate on soft coal from Milwau- 
kee, Sheboygan, Manitowoc and Green Bay to Fox River 
Valley points from 75 to 65 cents per ton. 


COMMISSION QUESTION UP TO PEOPLE. 
Boise, Ida, March 17.—The question of whether 
Idaho shall have a railroad commission has been put 
up to the voters of the state. The legislature has made 
provision for having this subjected voted on at the next 
election. 


POSTPONES HEARING ON SWITCHING RATES. 
Atlanta, Ga., March 17.—The state railroad commis- 


sion has postponed until April 6 its hearing on the 
proposed increases in switching rates. 


TRAFFIC FEDERATION MEETING IN APRIL. 


Cincinnati, O., March 17.—April 3 has been named 
as the date for the meeting here for the organization 
of a national association or league of traffic and trans- 
portation clubs of the United States. Each organization 
will be invited to send two delegates. 


CALLS ON ROADS TO FILE CONTRACT FORMS. 


Ottawa, Ont., March 17.—The Board of Railway Com- 
missioners has issued a circular calling upon the carriers 
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suggestions and will give them our careful consideration. 





under its jurisdiction to file with it copies of all forms of 
contract used in their freight and passenger service. 


TRAFFIC CLUB LIMITS MEMBERSHIP. 


Notice has been issued by the Traffic Club of 
Chicago that the membership has been limited to 600 
resident and 200 non-resident. members. 


PEANUT RATE FIGHT CONTINUED. 


Jackson, Miss., March 17.—Discussion of intrastate 
peanuts, which has been reopened, has been continued 


until next Tuesday by the state railroad commission. 








Young man, fifteen years’ R. R. experience, last six 
years in Freight Traffic Dept., now employed, 
desires change of location; prefers position in 
Freight Traffic Dept., either R. R. or Industrial. 
Address C. T. B., Traffic World, Chicago. 








POSITION WANTED 


Commerce Lawyer, well versed in corpora- 
tion, constitutional and interstate commerce 
law. Employed at present with commerce 
lawyer, but wishes position of greater oppor- 
tunities, preferably with a railroad, where he 
can make commerce law a specialty. Salary 
to start, $3,000. 


H. M.-18 TRAFFIC WORLD 
CHICACO, ILL. 








POSITION WANTED 


Young man, 32 years of age, ten years’ 
experience in railroad general freight depart- 
ment and commercial house, handling 
rates, claims, etc., desires railroad or 


commercial position. Best references. YV— 


09, Traffic World, Chicago. 
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Directory of Transfer Agents, Freight Forwarders, 
Custom House Brokers, etc. 


Warehousemen, 






CATHCART TRANSFER 
& STORAGE CO. 


ATLANTA, GA. 








BALTIMORE TRANS- 
FER CO. 


Light & Lombard Sts. 
BALTIMORE, MD. 





GREANEY BROS. 
88 N. sth St. 


BROOKLYN, N. Y. 


J. C. BUCKLES TRANS. 
co. 





217-219 W. ad St. 
CINCINNATI, OHIO 





CLEVELAND STORAGE 
co. 


CLEVELAND, OHIO 









BUCKEYE TRANSFER & 
STORAGE CO. 


COLUMBUS, OHIO 













THE BENEDICT WARE- 
HOUSE & TRANS. CO. 
rsth and Welton Sts. 
DENVER, COLO. 





DENVER TRANSIT @ 
WAREHOUSE CO. 


COLO. 


DENVER, 








pas 


E. S. BELDEN & SONS 
HARTFORD, 


CONN. 









HARRISBURG TRANS 

FER CO. 
Pennsylvania Depot 

HARRISBURG, PA. 














UNION TRANSFER & 
STORAGE CO. 


INDIANAPOLIS, IND. 





ADAMS TRANSFER & 
STORAGE CO. 
228 W. 4th St. 
KANSAS CITY, MO. 


CALIFORNIA WARE- 


HOUSE CO. 
LOS ANGELES, CAL. 





COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, CAL. 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, TENN. 


F. A. WALSH & CO. 
MILWAUKEE, WIS. 





MINN. TRANS. & STOR- 
AGE CO. 
122 S. sth St. 
MINNEAPOLIS, MINN. 





THE PECK & BISHOP 
co. 


NEW HAVEN, CONN. 





WARWICK - THOMSON 
co 


654-660 West 34th &t. 
NEW YORK 





SOUTHWEST TRANS- 


FER & STORAGE CO. 
OKLAHOMA CITY, 
OKLA. 





OMAHA VAN & 8TOR- 
AGE CO. 


OMAHA, ; NEB. 






PHILADELPHIA WARE- 
HOUSE CO. 


PHILADELPHIA, PA. 





PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, RL 










THE COLORADO > 
TRANSFER & STORAGE 
co. 







PUEBLO, COLO 





BOWMAN TRANSFER &. 


BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 
ST. JOSEPH, MO. 





SEATTLE TRANSFER 
co. 


SEATTLE, WASH. 





GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 









AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, MO. 








THE TOLEDO WARE- 
HOUSE CO. 
1309-19 Lagrange Street. 
TOLEDO, OHIO 















Dir 





SsINGHAM™ 





BUFFALO, 
BUFFAL 
CO., 35 
facilitie 
ferring 
phone 





CHICAGO, 

































ers, 





.\GE 


GA. 














THE TRAFFiC WORLD AND TRAFFIC BULLETIN 


TO MANUFACTURERS: 


To reach the western trade promptly and economically many of your compet- 





tors in the central and Eastern States have found it greatly to their advan- 
tage to establish distributing warehouses or branch factories at the Missouri 
river.--- Perhaps you are planning to do the same. If you are thinking of 
locating a distributing warehouse or a branch factory in the middle west it 
will be worth your while to communicate with us. We have something of real 
interest to present. to you. 

Address 


Business Men’s League of St. Joseph, Mo. 


Commissioner. 





In many important lines St. Joseph is the Leading Merchandise 
Distributing Center west of the Mississippi River. During 
the year 1910 western retail dealers tothe number of 5,000 
made personal visits to this market to purchase goods. 





Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 





SINGHAMTON, N. Y. O€TROIT, MICH. ST. LOUIS, MO. 

MERCHANTS’ WAREHOUSE COM- & FERGUSON CO., LTD., foot of ASHLEY AREH Bonded 
PANY. Storage, transfer and fer- Fourth St. Authorized cartage agents and gener 8 wa, Drashon facili- 
warding. The Quackenbush Company. for the MICHIGAN CENTRAL Kk. RK. ties. Cars promp handled. Custom 

NT CO. General cartage and forwarding house entries attended to. Insurance 
Special attention to carload distribu- lsc. Track connections. 


BUFFALO, N. Y. tion. 





BUFFALO STORAGE &_ CARTING BONDED EXPHESS & TRANSFEK 
CO., 350-356 Seneca St. “Unsurpassed THE READING —— 6th and CO. Distributors of bulk shipments, 
facilities’ for storing, handling, trans- Congress Sts. Ww ut ze ee carloads or less. Consignments so. 
ferring and forwarding goods. Tele- agents for the Wabash and Canadian licited. 
phone No. 683 Pacific railways and for the Anchor 

tiie . Line steamers. Special attention given 

to distribution of carload freight for 
CHICAGO, ILL. two or more = Merchandise de- 
JUDSON FREIGHT FORWARDING livered as ordered. SALT LAKE CITY. UTAN: 


see” INC., 443 Marquette mee eo" 
oad distribution to all railroads a’ A. STIEFEL PIONEER TRANSFER, 
Chicago without teams; l. C. L. ship- | ¢. mira, N. Y. 615 Tribune Bidg. Genera] transfer 
ments of machinery forwarded at re- and distributing agents. Carload dis- 





duced rates to all principal western ELMIRA STORAGE & BUPPLY CO tribution pec 

and Pacific Coast points. General storage, ee a ouempt futaa w and 
“%, . c e a 3 

MIDLAND WAREHOUSE & TRANS. waa yuan caren 


FER CO., 48d and Robey Sts. Belt 
line warehousing and reshipping with- 
Out teams. Carloads received rail or 








k . 
Nate rate ee arace rats, iie®' | LOS ANGELES, CAL. eS oegeens 
Go Ww LOS ANGELES TRANSFER CO., 83¢ MERCHANTS’ WAREHOUSE co. 
Block. Hunpeee ll lbeac't et — §. Broadway. Baggage and freight Commercial storage, transfer and for- 
tractors, warehousemen and insurance distribution; consignments and car- warding; railroad sidings. The Quack- 
agents: custom house brokers and loads our specialty. Established 1886 enbush Co., proprietors. 


custom house attorneys. 








DALLAS, TEX. LOUISVILLE, KY. 





W.M EDWARDS, JR., 113 Austin Bt. LOUISVILLE PITUBLIC Na ene yen WILKESBARRE, PA. 
General transfer and if for rwarding COMPANY, INC. Import and export } 
agent; ping: | freight contractors, transfer and re- MERCHANTS’ WAREHOUSE CO. 
house, ' careeke Fagg ed gp to shipping agents, custom house brok- pee phere and forwarding. The 
our care will be deitvered promptly. ers. Bonded and free warehouses. bush Ce. 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


REPRODUCTION DELAYED 


READY SOON 


Conference Rulings Bulletin Val. ¥ 
NUMBER 5 














Tariffi Circular 


NUMBER 18-A 


Photographic Reproductions, Printed on Good 
Paper—Regular Tariff Size 


CANCEL ALL PREVIOUS ISSUES 
MANY IMPORTANT CHANGES 
YOU MUST HAVE THESE ISSUES 


TO BE UP TO DATE 


i8-A B-5 
SINGLE COPIES .. . {35c SINGLE COPIES Re Aes 
10 to 25 ‘oo ..6hUw..~hCU©~hCU. «6800 EACH | 10 to 25 SRP EACH 
25 to 100 ig! noe 25 to 100 Oy uae eer ack to 
ae eT OR Bo le 
Over 500 OP SE SR cu. ee ee Over 500 PS as ee 


Orders for. 10 copies or less, by mail, postage paid. Larger orders 
by mail, express or freight, at consignee’s option and expense. 


THE TRAFFIC SERVICE BUREAU 


126 Market Street, CHICAGO 


Definite Delivery Date Later 





